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the Your POOL CARS shipped to Keeshin terminals are dis- 
ing tributed to consignees in Keeshin Territory over night— 
4 locally the same day. This offers you the lastest distribu- 
- tion possible and at a saving of money. All handling 
a charges and transfer charges are absorbed at terminal 
\di- points—the volume of our business, extent of Keeshin 


territory, and the efficiency of our operation make this 
possible. 

Regardless of your present method of handling pool cars, 
we guarantee that by our method we will make 
an actual saving on your present distribution 
costs. Write for tariffs and full information. 


Ship pool cars to any of our thirteen terminals—at Chicago our terminal is on the Pennsylvania . , ' ’ 
Railroad, at DeKalb and Sterling, Illinois, on the Chicago and Northwestern Railway. On those shipments moving to destinations beyond the 


At all of our terminal points handling charges and charges for transfer to other terminals—rail, pool car point, served by Keeshin Lines or our connec- 
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Le ship or motor—are absorbed. This does not include delivery to a local consignee at destination ‘ 
of pool car. tions, we guarantee rates to be equal to or lower than 
eR Te, aii a rail rates—with store door delivery. We have satisfied 
i] “4 cago, eKald, Freeport, Feoria, Rockford, eriing. . . . . 
in Indiana: _ Fort Wayne, Indianapolis, Michigan City, South Bend. hundreds of shippers—and this includes many national 
in lowe: Clinton, Devenport, Des Moines. accounts—as to the economy and speed of this service— 


In Ohio: Cincinnati. 


While You Sleep . . . Your Shipments Move Safely to Destination. far beyond their expectations. 


Freight Terminal, 300 N. Canal St. 
Eastern Representatives: 






General Offices: CHICAGO 
1453 W ishburne Ave. Telephones: Dearborn 9200 to 9216 Horstmann Trucking Co. 
(HICAGO Keeshin Motor Express, Inc., of Indiana 16 Waverly Ave., Brooklyn, N. ¥ 


MEMBER NATIONAL HIGHWAY FREIGHT ASSOCIATION 
An independent organization operating its own terminals and owning and operating its own equipment. Favoring Reasonable Federal and State Regulation. 
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WORLD WAR Sewice 


Upon the entrance of the United States into the World War, 


merchant ships were a vital necessity, and eighteen vessels of 
the American-Hawaiian fleet went into Government war serv- 
ice. The Dakotan and Montanan formed part of the first con- 
voy of thirteen ships, carrying U. S. troops, supplies and 
horses to France, passing out of Sandy Hook in June, 1917. 
During the War period American-Hawatian vessels made 145 
round trips, transporting 125,449 troops and 625,641 tons of 
cargo. 

While in this service the Company's Columbian, Missourian, 
Kansan, Californian and Montanan were attacked by enemy 
submarines, torpedoed and sunk. 


SUPERIOR COAST-TO-COAST SERVICE 
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At 
Breakfast, Lunch and Dinner 
Remember The Santa Fe 


There is now no particular hardship—as 
far as food is concerned—to those of us 
who have chosen to live where the 
gardens are closed for the winter. Fresh 
fruit and fresh vegetables come to our 
tables daily and help keep us in good 
health no matter where the mercury goes. 


Santa Fe has an important part in this. 
Many complete fruit and vegetable trains 
leave the gardens of the west daily. 


This business comes to the Santa Fe 
because Santa Fe care and speed can be 
depended upon. Personnel, care of 
rolling stock and roadbed, double tracks 
practically all of the way from the Pacific 
Coast all enter into Santa Fe's reputation 
for service. The same kind of service is 
available to you no matter what you ship 
—eastbound or westbound—so ship 


Via 


SANTA FE 


One Line—On Time—Alll the Way 


The Santa Fe has cut its rail fares, between all points 
west of Chicago, from 1634% to as much as 442/5%, 
and has eliminated surc In Pullmans—teducing 
Pullman cost 334%. 





PAGE 193 





PAGE 194 


ee ee LT 


oe ee Se es ee 
TRANSPORTATION 


Merchandise 
Is Accorded 


Unexeelled Service 
when the Nickel Plate Road handles 
your package Freight. 


Optional with its patrons this carrier 
will pick up, and/“or make delivery at 


your door of less carload shipments. 


Collection and Delivery 
Service 


as performed by the Nickel Plate Road 
provides the means to shorten in-transit 
time between the business places of 


shippers and receivers of goods. 


Full particulars will gladly be supplied 


by any of our representatives. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TRUCK REGULATION VAGARIES 

NE of the strange and more or less difficult things 

to understand in the discussion of the Rayburn bill 
for regulation of motor carriers is that the National In- 
dustrial Traffic League, composed of the traffic men of 
industry, as distinguished from transportation, is op- 
posing the bill, while the Chamber of Commerce of the 
United States, composed of the men who hire the indus- 
trial traffic men, is for it. 

Of course, we. realize that the chamber is composed 
of railroad men as well as of industrial executives, and 
that its membership is not strictly confined to what 
might be called higher business executives, even on its 
industrial side; it is, however, the nearest approach we 
have to a national organization of business executives, 
as such, and is pretty generally regarded as speaking for 
business. It is strange, then, that the traffic men em- 
ployed by these business executives—and this is par- 
ticularly true where the traffic man represents an asso- 
ciation or chamber of commerce—take a position op- 
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posed to that taken by their bosses. This may be due, in 
part, to the fact that the traffic men have the immediate 
issue of freight rates in mind—their job is to get the 
most favorable rate adjustment possible—while their 
employers take a broader view of the situation or, possi- 
bly, no doubt some will say, to the fact that the traffic 
men know or think they know more about the subject 
than their bosses know. At any rate, the situation exists. 

In this connection it is worthy of note that the Buf- 
falo Chamber of Commerce, by which IF. M. Renshaw, 
president of the National Industrial Traffic League, is 
employed as traffic commissioner, voted, in the U. 8. 
Chamber of Commerce referendum, in favor of the same 
degree of regulation by Congress of interstate motor car- 
riers that was recommended to the states for intrastate 
‘arriers as to permits to operate, rates, financial respon- 
sibility, and hours of service. We do not know how Mr. 
Renshaw stands personally on this matter, but the 
Omaha Chamber of Commerce, by which C. E. Childe is 
employed as manager of its traffic bureau, also cast its 
votes in favor of the above proposal for interstate regu- 
lation, while Mr. Childe himself, chairman of the high- 
way transportation committee of the National Industrial 
Traffic League, is opposed to this kind of interstate regu- 
lation of motor trucks and appeared for the League in 
opposition to the Rayburn bill. 

Whatever other motives or reasons there may be for 
this difference and for the attitude of the traffic men, it 
is natural for them to oppose whatever they think may 
mean higher rates or a limitation of their ability and 
opportunity to negotiate for transportation bargains. In 
their lexicon, a higher rate is a bad one and the cause 
of such an increase is vicious. Of course, the obvious 
“come-back” is also true—that, from the railroad point 
of view, a higher rate or an adjustment that will bring 
in more revenue is good, and what brings it about is to be 
commended. So it would seem that this problem, like 
most problems of the kind, must be solved by the un- 
prejudiced and disinterested, without paying too much 
attention to the claims and assertions of those vitally 
concerned on either side. 

One of these assertions—and it is too often made by 
men who should know better—is that only the railroads 
are behind the Rayburn bill and the proposal to regulate 
the commercial motor trucks. We have already said 
that the Chamber of Commerce of the United States has 
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spoken for it, as the result of a referendum vote of its 
members. Thére are many others. Confining the list to 
those who had appeared before the House committee in 
favor of the bill up to the close of last week we might 
mention a few: 

The National Association of Railroad and Utilities 
Commissioners, represented by a number of state com- 
missioners and its general solicitor appeared for the bill. 
In this connection note might be taken of the remarks of 
Chairman Rayburn the day (January 25) the represen- 
tatives of American Trucking Associations, Inc., ap- 
peared in opposition to the bill and one of them, Judson 
C. Welliver, made a ridiculous attack on the railroads, 
to the effect that it did not give the committee much in- 
formation to assert that the bill was a railroad bill, 
that the state commissions were for the bill, and he did 
not think all of them were under railroad control. 

The Interstate Commerce Commission’s recommen- 
dations and views are reflected in the Rayburn bill, ac- 
cording to Commissioner McManamy. 

The National Highway Freight Association, repre- 
sented by J. L. Keeshin, president, an organization of 
truck carriers that want federal regulation, appeared for 
the bill. 

Others were the National League of Commission 
Merchants of the United States; the Philadelphia Per- 
ishable Carlot Receivers’ Association; the Growers’ and 
Shippers’ League of Florida; the Virginia Produce and 
Food Distributors’ Association and a joint committee 
of associations of Virginia merchants comprising twen- 
ty-six trade associations; the American Fruit and Vege- 
table Shippers’ Association; P. F. Scheunemann, traffic 
manager of the Monarch Elevator Company, Minneap- 
olis, who appeared also for the Citizens Transportation 
League with 250,000 members recorded as favoring prin- 
ciples of regulation embodied in the Rayburn bill; certifi- 
cate common carrier truck operators of Texas, repre- 
sented by Frank H. Rawlings, of Ft. Worth, Tex. 

Some of those supporting the Rayburn bill in gen- 
eral, of course, have urged amendments, but those men- 
tioned are supporting the principle of regulation of 
trucks in interstate commerce. 

Of course, this list of appearances is not conclusive 
and we offer it merely as showing that the railroads are 
not the only sponsors of the Rayburn bill nor of the idea 
of truck regulation on somewhat of a parity with rail 
regulation. The railroads did not even draw the specific 
bill under consideration. 


We have every consideration for one whose ideas in 
this respect may not agree with ours but we have only 
contempt for one whose opposition to truck regulation 
carries him to the point where he must misrepresent the 
facts. The railroads want this thing, to be sure, and it 
would, of course, be in their interest; but that does not 
condemn it, prove that they are wrong, or disprove the 
fact that many besides the railroads think it represents 
soundness and fairness in transportation. 


The statement made by Mr. Welliver before the 
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House committee, referred to above, was a sample, not 
only of what Chairman Rayburn reprimanded him for, 
but also of misrepresentation of facts, important because 
the members of the committee and the public generally 
are not acquainted with the facts and assume that 
witnesses at such hearings are acquainted with them and 
are presenting them truthfully, however wobbly may be 
their conclusions therefrom. Mr. Welliver is an old news. 
paper man, now connected with an oil company and de. 
voting more or less of his time to campaigning against 
regulation of trucks. He was never noted for accuracy 
in his newspaper days and has not improved with age 
and experience in other lines of work. He is a director 
of the Pennsylvania Truck Association and of the Penn- 
sylvania Highway Users Conference. His statement that 
the Commission had said that a third of the railroad mile- 
age of the country should be abandoned was based on 
nothing that we know of, and he was also incorrect in 
saying that 15,000 miles of railroad had been abandoned 
and applications for authority to abandon 15,000 miles 
more were before the Commission. The facts are that, 
since 1917, about 12,500 miles of railroad have been 
abandoned and about 10,000 miles of new line have been 
constructed. There are not pending applications to aban- 
don 15,000 miles of line. And, anyhow, what have such 
statements, even if true, to do with the question under 
consideration? If anything, they would tend to prove 
that the railroads were suffering and in need of protec- 
tion from their competitors. 

One of the stock arguments made against regulation 
of the trucks—especially by representatives of shippers 
who appear—is that there is no “public demand” for it. 
If by “public” is meant the man in the street, then, per- 
haps, there is no public demand for it—but what of it? 
The man in the street knows little of the subject and is 
not competent to entertain intelligent opinions; if by 
“the public’ is meant everybody and every interest, in- 
cluding the railroads, then, as we have shown, there is 
considerable public demand for it; but, again, what of 
it? Public demand is not the test for proper legislation 
and governmental policies. There was no public demand 
for N. R. A., or P. W. A., or many of the other alpha- 
betical governmental agencies and policies that have been 
imposed on us by the present national administration; 
they were never even heard of prior to the fourth of last 
March; but—quite aside from the merits of the policies 
involved—if our law makers and our administration gen- 
erally believed them to be necessary and in the public 
interest, then they were quite right in imposing them. 

If by “public demand” is meant demand from ship- 
pers, as such—which usually is the thought in the minds 
of those uttering this protest—then they are right, al 
least so far as their national organization is concerned; 
shippers, as such, are not demanding regulation of the 
trucks. But this, again, is no test. Shippers, on the one 
hand, are as selfish in their desires as are carriers, 00 
the other; they are the buyers as distinguished from the 


sellers; their struggle is for advantageous rates and 
(Continued on page 204) 
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Current Topics in 
Washington 





Washington is jubilant. The 
first large loan of the Roosevelt 
administration was greatly 
oversubscribed. Borrowing ten 
billions now looks like a before 
luncheon job, without perspira- 


Much Money for Government 
Bonds May Mean 
Lack of Confidence 


tion. 

A jaundiced eye, however, may see in the fact that those 
with some money to invest are running for bonds carrying a 
low rate of interest a suggestion that things are not in a 
healthy state. It is, it may be suggested, flattering to one’s 
patriotism to find that those who have money believe in their 
government. 

If business were on a sound foundation, it might be sug- 
gested, investors would not be scrambling for investments yield- 
ing no more return than the interest rate paid by conservative 
banks. Americans do not think of the possibility of their gov- 
ernment ever having to defer the payment of interest. They 
know other governments have had to juggle with their finances 
in a way to bring sorrow to the holders of their bonds. They 
cannot, however, visualize a situation when the United States 
of America would have to kite checks or do other things that 
hard-up people have done. Therefore, having few private enter- 
prises in which they have complete confidence, their money goes 
into government bonds. The proceeds have gone or may go 
into enterprises, such as railroads, in the form of RFC loans, 
into which funds could not be induced to go by the usual methods 
of business, 

Lack of confidence in business enterprises makes it rela- 
tively easy for governments to borrow the money of the dis- 
trustful. A condition that makes it practically impossible for 
necessary businesses to borrow money on their own account 
but easy for government to borrow, may not, after all, be a 
thing to be boastful about. 





A few weeks from now liquor will 
again be legal in Washington. More 
than one man of fifty or sixty is won- 
dering whether Washington, by reason 
of the restoration of liquor to a lawful 
status, can possibly go back to the 
epicurean level on which it stood up to about 1910, when the 
eating of fine food and the drinking of good liquors was a con- 
siderable part of the life of men in public office. 

Of course, anyone who knows anything about good wines 
and liquors knows that it could not be done in less than five or 
six years, even if the vintners and distillers embarked on a 
course of preparation for such an era right now. Really good 
beverages, many believe, can not be produced in a month or 
even in three years, though the government, by the bottling- 
in-bond device, implies that whiskey is good three and a half 
years after it has been distilled. 


Old-timers in Washington probably will carry to their 
groves tales of liquor-drinking by public men that suggest that 
some of them not only had massive brains but insulated stomachs 
as well. They could and did drink generous quantities of hard 
liquor without showing evil effects—at least, right away. 

Many of the tales concern the container capacities of sena- 
tors. For instance, a sturdy senator from one of the middle 
western states frequently began the day with a libation to the 
sun consisting of nearly a tumbler full of whiskey, followed by 
about an equal amount of sherry. But after that visit to a drug 
Store in his home city the record discloses no further drinks 
for that day. 

A New England senator, noted for the profoundity of his 
knowledge of the Constitution of the United States and the cases 
thereunder, is said to have made his most scholarly address on 
that subject to the members of the legislature of an eastern 
State after he had consumed the greater part of a bottle of 1810 
brandy, set before him by his epicurean host, the brandy-drink- 
ing having been done before luncheon. At luncheon, which was 


There Were 
Mighty Trenchermen 
in Those Days 
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given in honor of him, the senator showed fine appreciation of 
a quart of whiskey. That appreciation was so great that some 
of the younger members of the committee that had arranged 
for the address on the Constitution wondered how it would be 
possible for the elderly senator to be sure of his feet, let alone 
make an address such as was expected of him. 

But, according to William Sulzer, one time governor of 
New York, the learned senator not only was able to maintain 
his equilibrium, but thrilled his audience by delivering an ora- 
tion marked with a clarity and comprehensiveness that no one 
had imagined possible. 

Not all the senators noted for their capacity for and appre- 
ciation of good things to drink were devotees of ardent spirits. 
Some were devoted to wines. One was supposed to have de- 
tected a trace of iron in sherry that should not have had such 
a flavor, and he was found to have been right because a horse- 
shoe nail was found in the original container. 

Another national figure in the Senate was devoted to the use 
of champagne as a solvent for corned beef and cabbage and, 
at times, of spareribs and sauer kraut. Some, but only a few, 
were specialists in the beer of their ancestors, who, on “beef, 
beer and butter,’ did things to the old Roman empire the his- 
torians have thought barbarous. 

Some epicures may have thought that using champagne as 
a solvent for sauer kraut and spareribs was a heinous offense; 
but, under the Roman rule, no one is warranted in‘ questioning 
the appetite or taste of another, even sugar on oysters, a 
gustatory feat attributed to some Russians. 





Louis Ludlow, representative 
from the Indianapolis district, 
though of the party of the new 
deal, objects to the government 
throwing Indianapolis folks out of 
work at their life-long employ- 
ment, even if thereby jobless coal miners in West Virginia may 
find support working in a government factory. 

That is exactly what he fears will be done if and when 
the government builds a factory in West Virginia for the fur- 
nishing of locks and equipment for the Post Office Department, 
as proposed, with an allotment of $525,000 from the PWA (see 
Traffic World, January 13, p. 62). 

“Execution of the plan means the destruction of the Keyless 
Lock Company, one of the old-established manufacturing insti- 
tutions of my home city,” said he, in support of an amendment 
offered by him limiting an appropriation for the Post Office 
Department equipment shop so that the money could not be 
spent outside of Washington. The amendment was adopted. 
It is doubtful, however, whether the limitation will apply to a 
PWA project. Speaking about his constituents and the govern- 
ment’s going into competition with its own citizens, Ludlow 
said: 


Ludlow Opposes 
Crucifixion of Constituents 
by Government 


Their cries have penetrated my heart, and, if I never do any- 
thing else, I will stand by these good citizens who face eviction from 
their jobs because of this paternalistic adventure, and will resist with 
all my power this destructive incursion of government competition 
into the realm of private industry. 

When Secretary Ickes allotted $525,000 of Public Works funds to 
establish a government furniture factory in West Virginia he was 
actuated by a noble purpose, but I submit that he must not have 
taken into consideration the fact that nothing would be gained from 
a humanitarian standpoint by giving factory employment to unem- 
ployed coal miners in West Virginia if at the same time an equal 
number of heads of families are robbed of their employment and 
thrown on the charity lists elsewhere. Many of the men employed 
by the Keyless Lock Company have done nothing else all their lives. 
Their fathers worked for the company before them. They have a spe- 
cialized knowledge that is useless in any other occupation. To be 
thrown out of work now leave them helpless. No wonder they are 
despondent. 

The proposal to put the government in competition with private 
business violates the fundamentals of American philosophy and sets a 
precedent that will hound and plague this country for years to come. 
I know that a vast majority, if not all, of the members of the House 
do not want this thing done, arid, in keeping with what I believe is a 
general feeling of the membership of this body, I ask for the adop- 
tion of this amendment. 





Almost anywhere west of the Al- 
leghenies when the “liberal” political 
orator warms to his task it will be found 
that his most powerful invective is 
turned against the east as the home of 
the conservative, who is deemed the 
public enemy—the one who makes it impossible to attain Utopia. 
That has been the approved idea of how to obtain the sympathy 
and support of the plain “peepul” for so long that it should 
really be a heart-endangering shock to learn that the five jus- 
tices of the Supreme Court of the United States who have been 
dubbed “liberals” are all eastern men. 

Chief Justice Hughes and Associate Justice Cardoza live 
in New York, the sign and symbol, to many, of things not desir- 


Despised East the 
Home of So-Called 
Liberal Justices 
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able; Associate Justice Brandeis lives in Massachusetts, Asso- 
ciate Justice Stone in Vermont, and Associate Justice Roberts 
in Pennsylvania. 

The idea of the “liberals” having to depend on the “bigoted 
and tyrannical east, the people of which cannot see across the 
Alleghenies,” for their liberalism, seems impossible; yet it is a 
fact. 





Harold L. Ickes, Secretary of 
the Interior and Pooh-bah of sev- 
eral of the recovery organizations, 
including the PWA and_ the 
Petroleum Administration, has 
suggested that he may build a 
structure as the home of the Department of the Interior and 
the Public Works Administration, if it becomes a permanent 
thing, that will rival the monumental structure of the Depart- 
ment of Commerce, the pride and glory of Herbert Hoover, one 
time Secretary of the Department of Commerce. However, in 
making the announcement that he contemplated the erection of 
a building, Mr. Ickes said it would not be monumental, except 
in size. 

At this time it doesn’t look as if it would be necessary to 
ask Congress about the matter. Congress, at this time, appears 
to be about as essential in the scheme of things in the United 
States as the Reichstag is in Germany. In the old days, if the 
executive branch of the government wanted to do anything cost- 
ing even a few hundreds of dollars it had to get an item put into 
an appropriation bill. A year ago Congress gave the administra- 
tion huge lump sums for public works and relief. 


After Congress adjourned, executive departments got ap- 
propriations from Secretary Ickes. Now he is contemplating 
making an appropriation for himself. Perhaps he will set a 
fashion under which every cabinet officer will build a memorial 
for himself. Taxpayers seem to love giving up money for 
projects that mean added expense every year.—A. E. H. 


Now a Monumental 
Building as a Memorial 
to Every Cabinet Member? 


TRUCK REGULATION VAGARIES 
(Continued from page 202) 


transportation service in their own interest, which may 
be in harmony with or opposed to the public interest, 
just as the wishes of the carriers may be in harmony with 
or opposed to that interest. There is no “demand” from 
the small boy that the neighbor’s cherry tree be pro- 
tected from his depredations—but even the small boy, if 
memory serves us right, has some small inkling of the 
right of the neighbor to protection, however much he 
may oppose its enforcement. And many shippers, though, 
naturally, not vocal in demanding regulation of trucks, 
nevertheless admit its justice—and some of them even 
advocate it, as we have shown. Not long since, we printed 
a communication from one of them rebuking us for mak- 
ing the general statement that shippers did not want 
equality of regulation. 

It is unfortunate that the debate as to equalization of 
regulation as between the trucks and the rails has led to 
the impression that those favoring equalization advocate 
putting on the trucks all the regulation that is now im- 
posed on the rails, and that the Rayburn bill, which is 
now the definite question under discussion, lends color 
to that impression. It would have been better, we think, 
for those favoring equalization to wait until Coordinator 
Eastman’s recommendations in this respect had been 
made and then to present their ideas for legislation with 
a view to bringing about equalization, not only by put- 
ting some regulation on the trucks but by taking some 
of it off the railroads. 

All that proponents of equalization really ask is gen- 
uine equalization, and most of them believe that the rail- 
roads are over-regulated and that now is the time to 
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bring about a reform in that respect. To attempt to put 
on the trucks all the hampering regulation that nowy 
binds the railroads, instead of trying to reduce the rajj 
burden first and then imposing on the trucks all the reg. 
ulation that is still thought necessary for the railroads 
merely gives opponents of equalization material with 
which to fight. The Rayburn bill, in our opinion, is sound 
in respect to the principle of equalization but a little 
ahead of schedule. Definite proposals for such legislation 
should be accompanied by plans for reducing rail regu. 
lation and in accord with some general scheme of that 
sort. Only after all plans to relieve the railroads of some 
regulation had failed should it be attempted to put the 
same regulation on motor trucks. 


WESTERN PASSENGER PLANS 


As a part of a “concerted drive” to regain lost favor with 
the traveling public the western railroads are to initiate an 
extensive program of air-conditioning of their passenger equip- 
ment, according to an announcement by H. G. Taylor, chair. 
man of the Western Association of Railway Executives and 
commissioner of western railroads. The program calls for air- 
conditioning of not less than 300 cars, which, according to 
estimates, is more than twice the number of .air-conditioned 
cars now in service on the lines west of Chicago. These new 
cars will be available for service by late spring, it is stated, 
and the initial effort in this direction will deal with dining 
cars, club cars, and lounge and observation cars. Cars in 
these classes on all through trains in the western territory will 
be air conditioned. 

“It would hardly be either physically or financially possible 
to air-condition all of the cars on all of the more important 
western trains at the same time,’ Mr. Taylor pointed out, “but, 
by limiting this initial effort to this class of equipment, the 
greatest number of passengers will receive the greatest degree 
of benefit.” 

The announcement called attention to the lowered basic 
passenger fares adopted by the western lines the first of last 
December. That had lowered the cost of rail passenger travel, 
the announcement said, and now the comfort and quality of 
the service is to be improved on a wholesale scale. 

“After lowering the cost of rail passenger service to the 
public the western lines, through their air-conditioning program, 
are now devoting their efforts toward increasing the comfort 
of passenger travel,” said Mr. Taylor. “With lowered prices 
and improved quality of service, the western railways are 
highly hopeful of attracting a substantially increased volume 
of passenger traffic to the rails.” 

He says the volume of long-haul passenger traffic increased 
on the western lines in the late months of last year, prior to 
the general reduction in rates. Increases in the number of 
long-haul passengers in the territory amounted to 6, 7, and ‘21 
per cent in August, September, and October, respectively, ac- 
cording to his statément—the first indications of improved pas- 
senger business that the railroads have experienced in many 
years. 

“This record of three consecutive months of improved pas- 
senger business, after nearly thirteen years in which the trend 
was downward, gives rise to a substantial hope that the reduced 
fare and program of air-conditioning will still further stimulate 
business,” said Mr. Taylor. 


FREIGHT COMMODITY STATISTICS 


Freight commodity statistics of Class I railroads in the 
third quarter of 1933, compiled by the Commission’s bureau of 
statistics from reports of the carriers, show increases in all 
groups of commodities except products of agriculture. The 
number of tons of revenue freight originated, by groups of 
commodities, in the United States, third quarter of 1933 in 
comparison with the third quarter in 1932, and the increases 
or decreases, follow: 





Number of Tons Increase 1935 

Commodity Group 1933 1932 Over 1932 
Products of agriculture........... 21,086,698 21,523,002 *436,304 
Animals and products............. 4,521,580 4,363,439 158,141 
PEOGOO GE TING 6 600s cccsccccses 123,555,180 87,419,215 36,135,965 
EPOUUCtS GL TOTGRUS. 0. occsccecces 10,534,439 5,871,755 4,662,654 
Manufactures and miscellaneous... 47,712,544 35,943,083 11,769,461 
Mee Be Ae Ea FOGG: + csc cc ccaveces 4,096,579 3,594,497 502,082 
OE ere eee en ee 211,507,020 158,714,991 52,792,029 


*Decrease. 


; } (eg 


unre 
ing 
No. 
beh 
mor‘ 
half 


zone 
assa 
lishe 
vest 
fron 
any 

Wilt 
thos 


cart 





i. 


ut 
OW 
ail 
eg. 
ds 
th 
nd 
‘le 
On 


at 


ne 
he 


th 


= —_ _— ww 6] 


February 3, 1934 





The Traffic World 


PAGE 205 








Decisions of Interstate Commerce Commission 





ANTHRACITE READJUSTMENT 


EW rates on anthracite coal from mines in Pennsylvania 

to destinations in northern Delaware, based on findings of 
yunreasonableness, some higher but more lower than the exist- 
jng rates, have been ordered by the Commission, division 4, in 
No. 25284, Wilmington Chamber of Commerce, Delaware, on 
behalf of Wilmington Coal Merchants’ Bureau et al. vs. Balti- 
more & Ohio et al., and a sub-number, Same vs. Same, on be- 
half of the Pyrites Company, not later than May 3. 

Reparation was denied on account of the doctrine in Ari- 
zona Grocery Co. vs. A. T. & S. F., 284 U. S. 370. The rates 
assailed from the Schuylkill region to Wilmington were estab- 
lished in conformity with the findings in Anthracite Coal In- 
vestigation, 103 I. C. C. 363. Rates were not prescribed therein 
from the Wyoming and Lehigh regions to Wilmington, or from 
any of the three origin regions to the destinations outside of 
Wilmington. The rates subsequently established from and to 
those points, the Commission said, were voluntary on the part 
of the carriers, resulting primarily from a compromise agree- 
ment entered into by the Wilmington coal dealers and the 
carriers. 

Ordinarily, the Commission said, the reasonableness of rates 
could not be said to depend upon such an agreement. But, it 
added, in prescribing in the Anthracite Coal Investigation as 
reasonable, from Schuylkill region to Wilmington, the rates 
agreed upon by the parties it took notice of the differential 
difficulties between that region and the Wyoming and Lehigh 
regions. The Commission said it did not therein prescribe rates 
from the Wyoming and Lehigh regions, but as a result of the 
agreement before mentioned, the carriers placed the rates from 
those regions to Wilmington on a basis 13 cents over the rates 
from the Schuylkill region, “which is precisely what we are 
doing herein, and rate adjustments were made to points out- 
side of Wilmington.” Moreover, the Commission added, the 
rates herein prescribed on sizes smaller than pea in a number 
of instances are higher than the present rates. There, it said, 
it was of the opinion that the circumstances herein did not 
warrant an award of reparation. 

The Commission found that the rates assailed from mines 
in the Schuylkill region to Wilmington, Elsmere, Kiamensi, 
Greenville, Marshallton, Newport, Concord, Holly Oak, Silver- 
side, and Hockessin, Del., would be unreasonable for the future 
to the extent that they might exceed $2.59 on the prepared 
sizes, $2.34 on pea and smaller sizes, except on buckwheat No. 
4 to Wilmington, and $2.14 on buckwheat No. 4 to Wilmington, 
the rates being on long tons. The Commission further found 
that rates from mines in the Wyoming and Lehigh regions to 
the same destinations would be unreasonable for the future to 
the extent they might exceed $2.72 on the prepared sizes, $2.47 
on pea and smaller sizes, except on buckwheat No. 4 to Wilming- 
ton, and $2.27 on buckwheat No. 4 to Wilmington. It found that 
the rates to New Castle, Del., would be unreasonable to the 
extent they might exceed $2.67 on the prepared sizes and $2.42 
on pea and smaller sizes from the Schuylkill region, and $2.80 
on the prepared sizes and $2.55 on pea and smaller sizes from 
the Wyoming and Lehigh regions. 


WROUGHT IRON PIPE 


In a report on No. 25233, Montana-Dakota Power Co. vs. 
C. & N. W. et al., and cases joined with it, consisting of four sub- 
numbers under the title complaint, Montana-Dakota Power Co. 
et al vs. G. N. et al., Montana-Dakota Utilities Co. vs. C. & N. 
W. et al., Montana-Dakota Power Co. vs. C. M. St. P. & P. et 
al., Northwest States Utilities Co. vs. C. B. & Q. et al.; No. 
25353, Montana-Dakota Power Co. vs. G. N. et al., and two sub- 
numbers thereunder, Northwest States Utilities Co. vs. G. N. et 
al, and Montana-Dakota Utilities Co. vs. N. C., the Commis- 
sion, by division 4, has ordered new rates from Milwaukee and 
North Milwaukee on wrought iron pipe to destinations in Mon- 
tana, effective not later than May 3. In addition it has made 
findings of unreasonableness and awarded reparation on wrought 
iron pipe from and to various points in Wisconsin, Montana, 
North Dakota and Wyoming. 

In No. 25233, and sub-number 2 thereunder, in finding No. 
1, the Commission found unreasonable the rates on wrought 
iron pipe from Milwaukee and North Milwaukee to destinations 
in North Dakota to the extent they exceeded 37.5 per cent of 
first class rates prescribed in the Western Trunk Line revision; 





and that the rates on like traffic from the same origins to des- 
tinations in Montana, were unreasonable to the extent they 
exceeded 37.5 per cent of the first class rates, minimum 40,000 
pounds, from Milwaukee and North Milwaukee to the point 
on the western boundary of zone III through which the shortest 
route over which carload traffic could be moved without trans- 
fer of lading was constructed from those origins to final des- 
tinations, plus arbitraries for the short-line distances beyond 
zone III made 37.5 per cent of the first class arbitraries for 
corresponding distances set forth in appendix B hereto, later 
described. It further found that for the future the rates assailed 
from the Wisconsin points of origin to destinations in Montana 
would be unreasonable to the extent they might exceed rates 
constructed in the manner before described, minimum 40,000 
pounds, except that the percentage of the first class rates and 
arbitraries should be 32.5 per cent. 

A further finding, No. 2, was that the rates assailed in the 
first sub-number under the title complaint on wrought iron pipe 
between the considered points in Montana and North Dakota 
were reasonable in the past to the extent they exceeded rates 
based on 37.5 per cent of the zone III first class rates plus 37.5 
per cent of the first class differentials set forth in appendix C for 
distances in Montana, minimum 40,000 pounds, later described. 

In sub-number 3 under the title complaint the Commission 
found the rates, finding No. 3, from North Milwaukee to Intake, 
Mont., were and for the future would be unreasonable to the 
extent of the bases prescribed for the past and future in the 
first mentioned finding and that the rates assailed on the same 
shipments from Intake to Williston were unreasonable to the 
extent they exceeded the basis indicated in the second finding. 

In finding No. 4 the Commission found the rates assailed 
in No. 25233, sub-number 4, the rates on wrought iron pipe from 
Conrad, Mont., to Sheridan, Wyo., were unreasonable in the 
past to the extent they exceeded a rate of 86 cents contem- 
poraneously applicable between the same points in the opposite 
direction. 

In finding No. 5 the Commission found that the rates assailed 
in Nos. 25353, No. 25353, sub. No. 1, and No. 25353, sub. No. 2, on 
second-hand contractors’ equipment, between points in Mon- 
tana and North Dakota were unreasonable to the extent they 
exceeded rates constructed in a like manner as those prescribed 
in finding No. 2, minimum 24,000 pounds, except that the per- 
centage of the corresponding first class rates and differentials 
should be 45 per cent. 

In finding No. 6 the Commission said it found that the 
complainants made shipments as described and were entitled 
to reparation. 

Appendix B hereinbefore mentioned begins with a differen- 
tial of 8 cents for 25 miles and less, becomes 32 cents for the 
block between 75 and 100 miles, 52 cents for the block be- 
tween 175 and 200 miles, 71 cents for the block between 275 
and 300 miles, and 90 cents for the block between 375 and 400 
miles. 

Appendix C hereinbefore mentioned begins with a differ- 
ential of 2 cents for 5 miles and less, becomes 9 cents for the 
block between 45 and 50 miles, 17 cents for the block between 
95 and 100 miles, 22 cents for the block between 190 and 200 
miles, 26 cents for the block between 280 and 300 miles, and 
ends with a differential of 30 cents for the block between 380 
and 400 miles. 


EASTERN FERTILIZER CASES 


The Commission, by division 4, in No. 22823, F. S. Royster 
Guano Co. vs. Baltimroe & Ohio Railroad Co. et al., and the 
cases joined with it, the whole known as the eastern fertilizer 
cases, has found unreasonable the interstate rates on fertilizer 
and fertilizer materials, in straight or mixed carloads, within 
and between trunk line and New England territories. Rates 
on fertilizer, from Warners, N. J., to central and southern ter- 
ritories, and on fertilizer and fertilizer materials, in, straight 
or mixed carloads, from Carteret, N. J., and Baltimore, Md., 
to destinations in Virginia in southern territory, were also 
found unreasonable. Reasonable rates were prescribed effec- 
tive not later than May 29 on the basis of 22.5 per cent of 
first class minimum not exceeding 40,000 pounds (prescribed in 
the eastern class rate revision. This report also embraces: 

No. 22713, Armour Fertilizer Works vs. Central of New 
Jersey et al.; No. 22981, American Cyanamid Co. vs. A. & R. 
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Armour Fertilizer Works vs. Atlantic City 
Railroad Co.’ et al.; No. 23341, American Agricultural Chemical 
Co. vs, Atlantic City Railroad Co. et al. a sub-number there- 
under, International Agricultural Corporation vs. B. & O. et al.; 
No. 23376, Davison Chemical Co, et al. vs. Atlantic City et al.; 
No. 23621, Olds & Whipple, Inc., et al. vs. Androscoggin & Ken- 
nebec et al., and a sub-number thereunder, Consolidated Ren- 
dering Co. vs. Aroostook Valley et al.; No. 24280, I. P. Thomas 
& Son Co. vs. Atlantic City et al., and a sub-number thereunder, 
F. W. Tunnell & Co. vs. Same; No. 24366, Donner-Hanna Coke 
Corporation vs. A. & K. et al.; No. 24639, Long Island Produce 
& Fertilizer Co., Inc., vs. B. & O. et al.; No. 24803, American 
Agricultural Chemical Co. et al. vs. Atlantic City et al., and a 
sub-number thereunder, I. P. Thomas & Son et al. vs. Atlantic 
City; No. 24837, Central Chemical Co. et al. vs. B. & O. et al., 
and No. 24972, F. S. Royster Guano Co. vs. B. & O. et al. 

Rates on mixed fertilizer and fertilizer materials, in straight 
or mixed carloads, between points in trunk line territory, be- 
tween points in New England territory, and between points in 
those territories, were found unreasonable for the future to the 
extent they might exceed the basis mentioned, minimum weight 
not exceeding 40,000 pounds. 

Rates on mixed fertilizers from Warners, N. J., to points in 
central territorly were found unreasonable for the future to the 
extent they might exceed 22.5 per cent of the first class rates, 
also subject to a minimum not exceeding 40,000 pounds. 


The finding with respect to rates on mixed fertilizer from 
Warners to points in southern territory, and on mixed fertilizer 
and fertilizer materials, in straight or mixed carloads, from Ca- 
taret, N. J.,and Baltimore, Md., to points in that part of the state 
of Virginia within southern territory, was that they would be 
unreasonable for the future to the extent that they might ex- 
ceed 22.5 per cent for like distances in the first class scale set 
forth in Appendix E to the original report in Eastern Class 
Rate I nvestigation, 164 I. C. C. 314, and as they would appear 
in that scale extended for distances beyond 900 miles at the 
rate of progression employed therein for distances from 800 to 
900 miles, subject to 40,000 pounds minimum. 

The Commission said that the rates on mixed fertilizer and 
fertilizer materials covered by the findings hereinbefore set forth 
were not unreasonable in the past. Reparation therefore was 


et al.; No. 23246, 


denied. 
COMMISSION REPORTS 
Horses and Mules 
No. 25121, Carl West vs. I. C. et al. and a sub-number, 


Marvin Owen vs. Same. By division 2. Dismissed. Rates, 
horses and mules, San Antonio, Hondo, Uvalde, and Camp Wood, 
Tex., to Meridian, Miss., and from San Antonio to Ponchatoula, 
La., not unreasonable. 


Clayed Cotton Bags 


No. 25852, Rea-Patterson Milling Co. et al. vs. M. P. et al. 
By division 4. Rates, clayed cotton bags, Nashville, Tenn., to 
Coffeyville, Kan., inapplicable as to certain shipments. Present 
rate not unreasonable. Found that the applicable rate was 
$1.015. Shipments of January 8 and December 7, 1927, found 
to have been overcharged. Reparation of $103.73 awarded. 


Wrought Iron Pipe 


No. 25637, Standard Pipe Line Co., Inc., et al. vs. A. T. & 
S. F. et al. By division 8. Rates, wrought iron pipe, various 
points in Louisiana and Arkansas to destinations in Texas, 
unreasonable, in accordance with the rule in Prairie Pipe Line 
Co. vs. A. W., 132 I. C. C. 56, 146 I. C. C. 149, on shipments 
since May 21, 1931, and until the time when rates on wrought 
iron pipe pursuant to the findings in the southwestern revision 
or I. and S. No. 3130 become effective to the extent they ex- 
ceeded or may exceed 35 and 38 per cent for single and joint 
line hauls of the first class rates and differentials, minimum 
36,000 pounds, based on distances computed in accordance with 
the circuity tolerance rule of the Prairie Case as modified by 
Magnolia Petroleum Co. vs. C. R. I. & P., 151 I. C. C. 795. Rep- 
aration awarded. 

Barium Chloride 


I. and S. No. 3896, barium chloride between eastern points. 
By division 3. Proposed increased rates, fifth class, as substi- 
tute for present commodity rates, on barium chloride, carloads, 
from and to points in official classification territory, found 
justified. Suspension order vacated and the proceeding discon- 
tinued. Commissioner McManamy, dissenting, said the rates 
found justified represented on the average an increase of about 
27 per cent. In his opinion, he said, the evidence fell short 
of justifying such an increase, 
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Coal Reparation 


No. 23424, E. H. Milton & Sons et al. vs. A. & S. et al.; No 
22111, New Florence Fire Brick Co. et al. vs. A. & E. et q). 
No. 23429, Moerschel Go. et al, vs. Same, three sub-number; 
Producers Grain Co. et al. vs. Same, G. H. Dulle Milling 
et al. vs. Same, and New Florence Fire Brick Co. et al. ys 
Same; No. 23634, J. D. Reed Coal Co. vs. B. & O. et al.; ang 
No. 23656, State of Missouri, ex rel., Stratton Shartel, Attorney 
General vs. B. & O. et al. By division 5. Upon further hearings, 
amounts of reparation due complainants under findings in orig. 
inal report, 179 I. C. C. 200, bituminous coal, mines in Illinojg 
in the Belleville, Centralia, DuQuoin, southern [Illinois ang 
Springfield groups to destinations in Missouri determined anj 
ordered to be paid. 

Salt 


No. 25033, Dow Chemical Co. vs. M. C. et al. By ge 
2. Dismissed. Carload rate, salt, in bags, Midland, Mich,, 
Jackson, Miss., not unreasonable or otherwise unlawful. Ship 
ments involved were made between January 30 and June 24 
1931. 
Bituminous Coal 


No. 25363, S. Smith Coal Co. vs. Erie et al. By division 2 
Rates, bituminous coal, mines in Pennsylvania, West Virginia, 
and Maryland, to Kearny, N. J., for Erie Railroad delivery, unduly 
prejudicial but not otherwise unlawful to the extent they e. 
ceeded or may exceed rates on like traffic from the same points 
of origin to Newark, Harrison, West End and Croxton, N, J. 
Undue prejudice to be removed not later than May 3. Repara. 
tion denied on the ground that the complainant had not proved 
damage with a degree of definiteness required to support ap 
award of reparation. 


(Petroleum Products 


No. 25528, Anderson Oil Co. et al. vs. A. T. & S. F. et al. 
By division 3. Rates, refined petroleum products, points jn 
Kansas and Oklahoma to Kearney, Mo., unreasonable prior to 
August 20, 1932, to the extent they exceeded those prescribed 
in Refined Petroleum Products in the Southwest, 171 I. C. ¢. 
381, 174 I. C. C. 745, from the same points of origin to des- 
tinations in Missouri designated as Group A. Further found 
that the assailed rates on shipments to other destinations in 
Missouri were unreasonable to the extent they exceeded those 
prescribed in the same case from and to the same points. 
Amounts of reparation determined and ordered to be paid. 


Lumber 


Fourth section application No. 15307, lumber from Wash- 
ington. By division 2. Chicago, Milwaukee, St. Paul & Pacific, 
Great Northern and Northern Pacific authorized, in fourth sec- 
tion order No. 11481, to maintain lumber rates published pur- 
suant to the order in West Coast Lumbermen’s Association vs. 
Big Fork & International Falls, 188 I. C. C. 471, and to establish 
and maintain over joint routes from and to intermediate com- 
mon points, rates based on the lowest combinations, provided 
that the higher-rated intermediate common points are accorded 
corresponding single-line rates conforming to the long and short 
haul provision of section 4. 


Coal 


I. and S. No. 3898, coal from Kansas and Missouri to Missouri 
via M.-K.-T, Railroad. By division 3. Proposed reduced interstate 
rates, coal, mines in Kansas and Missouri to various destinations 
in Missouri, not justified. Suspended schedules ordered canceled 
and the proceeding discontinued. The proposal was to reduce 
rates from points on the Katy in the Rich Hill and Pittsburg 
groups to twenty-one points on the line of the Katy without 
regard to the differential arrangement among the groups. The 
Santa Fe and others protested. The Commission said it thought 
it was its duty to prevent the attempted disturbance of the rate 
adjustment which it had prescribed. Commissioner McManamy, 
dissenting, said it seemed to him that the finding of non-justif- 
cation was predicated upon a belief that the Katy was making 
an unwise move in attempting to reduce its rates in order to 
meet truck competition. That, in his estimation, did not con- 
stitute a lawful ground for ordering the cancellation of the 
schedules. 

Horses and Mules 


No. 25184, George Thompson et al. vs. B. & O. et al. By divi- 
sion 5. Rates, horses and mules, straight and mixed carloads, 
points in Iowa, Minnesota, Montana, Nebraska, the Dakotas and 
Wyoming to destinations in official territory and Kentucky, not 
unreasonable in the past but unreasonable for the future to the 
extent they may exceed 115 per cent of the rates on fat cattle 
prescribed in Livestock-Western district rates, 176 I. C. C. 1, 
and 190 I. C. C. 611, minimum 23,000 pounds, for hauls in the 
western district to the rate-break point, plus fourth class rates 
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prescribed in the eastern class rate revision for the distance 
from the rate-break point to destinations in official territory, 
and for the distance from the rate-break point to the south-bank 
Ohio River crossings to Kentucky points, and plus the rates ap- 
proved on horses and mules in live stock, Southern Territory 
Rates, 171 I. C. C. 721, applied in the manner approved in that 
report, from the south-bank Ohio River crossings to Cynthiana, 
Falmouth, Flemingsburg, Lexington, Maysville and Paris, Ky., 
shipments which the shipper does not direct shall be moved 
jnto markets at the rate-break points to be subject to propor- 
tionals arrived at by deducting from the western rates 4 cents, 
but no rate thus reduced to be below 17 cents. New rates are 
to be effective not later than May 3. Commissioner Farrell, con- 
curring, expressed the view that the rates prescribed should 
have been found to have been the maximum reasonable rates 
in the past and should, therefore, have been made the basis for 
reparation. Commissioner Mahaffie, also concurring, said he was 
constrained to concur on account of the decision in Western 
Horse and Mule Rates, 195 I. C. C. 417, to which he dissented. 


Eggs and Poultry 


No. 25577, Wenk Brothers vs. C. M. St. P. & P. By divi- 
sion 3. Dismissed. Rates, charged, eggs and dressed poultry, 
carloads, on shipments between February 16, 1929, and De- 
cember 2, 1931, Madison, S. D., to Chicago, Ill., destined to 
points east of the Illinois-Indiana state line, not unreasonable. 


Coal and Briquettes 


Fourth Section Application No. 15096, coal to St. Louis 
district. By division 2. Pennsylvania and carriers parties to 
itt A. A. I. C. C. Nos. 2035 and F-1958, authorized in Fourth 
Section Order No. 11477, to establish and maintain rates, coal, 
to St. Louis, Mo., and related points over the route of the 
Pennsylvania by way of Pittsburgh, Pa., Columbus, O., Indian- 
apolis and Terre Haute, Ind., and its connections of $3.12 and 
$3.27 from the inner and outer crescent district mines in Penn- 
sylvania and West Virginia served by the Pennsylvania and 
its connections, and rates from mines in groups 4, 5, 6, and 11, 
described in A. A. I. C. C. No. 2035, constructed on the basis 
of the present differentials over the rates from the inner cres- 
cent mines, and to maintain higher rates at intermediate points. 
Commissioner Tate wrote a concurrence. 


B. & O. FINANCING 

The Commission, by division 4, in Finance No. 9268, Balti- 
more & Ohio Railroad Co. reconstruction loan, also embracing 
Finance No. 9659, in a fourth supplemental report, has modified 
its certificates on October 13, 1932, and February 2, 1933, so 
as to permit the use of $2,494,423 by the applicant for purposes 
other than those originally prescribed. Prior reports are in 
184 I. C. C. 37, 184 I. C. C. 395, 187 I. C. C. 328, 189 L. C. C. 
399 and 187 I. C. C. 572. Loans totaling $72,125,000 were ap- 
proved in the prior reports. On those approvals $69,592,377 
had been advanced up to January 7, 1934, and $38,200 remained 
to be advanced, leaving $2,494,423 not advanced and not to be 
advanced under the terms of previous approvals, since all the 
purposes contemplated by the applicant and thus provided for 
had been accomplished without that balance or held in abey- 
ance. In this supplemental application the carrier said it 
needed the unadvanced money to meet equipment trust obli- 
gations maturing in January, February, April and May and 
desired to use it for that purpose. That proposal was approved 
by the Commission. 


LOANS TO RAILROADS 

The Public Works Administration has announced that Ad- 
ministrator Ickes has signed a contract for the loan of twelve 
million dollars to be made to the Southern Pacific Company 
for the purchase of steel rails and reconditioning of locomo- 
tives and cars. 

The Commission, by division 4, by means of a supplemental 
order in Finance No. 9892, Southern Pacific Co. reconstruction 
loan, has modified its certificate of May 9, 1933, and its orders 
of October 31, 1933, and December 27, 1933, so as to permit the 
advance to it by the RFC, on or before February 1, of $1,810,000 
to be used by it for paying interest then due on its bonds, in 
lieu of an advance of an equal amount for the purpose of pay- 
ing $205,700 of equipment trust obligations maturing on Jan- 
uary 15, 1934, and $1,604,300 of interest due on February 1, 
This modification of certificate and orders is in connection with 
approval of a loan of $22,000,000 to the Southern Pacific to be 
advanced on or before January 15, 1934. 

The Commission, by division 4, has dismissed the supple- 
mental application in Finance No. 9863, Southern Pacific Co. 
reconstruction loan, dated December 29, 1933, in accordance with 
the desire of the applicant. In that application the Southern 
Pacific asked for a modification of the certificate issued by the 
Commission on May 9, 1933, so as to permit the placing in 
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escrow the proceeds of a loan of $1,200,000 from the RFC on 
or before January 22, 1934, and later expended. The applica- 
tion was filed in view of the pessibility of Congress not extend- 
ing the life of the RFC beyond January 22. Passage of appro- 
priate legislation made continuance of the application on the 
files of the Commission unnecessary. 

In Finance No. 10275, Northern Pacific Railway Co. public 
works improvement, the Commission, by division 4, has ap- 
proved as desirable for the improvement of transportation facil- 
ities, the purchase by the applicant of ten new passenger 
locomotives at an approximate cost of $1,220,000, for the financ- 
ing of which it has applied to the PWA, in connection with an 
equipment trust agreement, the plan being to have the PWA 
buy the certificates covering the full amount of the purchase. 
It is estimated that it will be more economical, in operating 
costs, for the Northern Pacific to buy new passenger locomotives 
than continue operating its transcontinental passenger service 
as at present, with double-headers, helper service and second 
section trains. Operation of the locomotives will require im- 
provements in bridges and roundhouses estimated to cost 
$245,000. 

The Senate has confirmed the nominations of the following 
to be members of the board of directors of the Reconstruction 
Finance Corporation: Harvey C. Couch, Jesse H. Jones, Fred- 
eric H. Taber, C. B. Merriam and John J. Blaine. 


C. G. W.-K. C. S. OPERATION 


The Brotherhood of Railway and Steamship Clerks, Freight 
Handlers, express and station employes, interveners in Finance 
No. 10174, application of Chicago Great Western Railroad Co. 
for a certificate of public convenience and necessity authorizing 
operation over a certain track of the Kansas City Southern Rail- 
road Co. at Kansas City, Mo., has filed a motion to deny the 
application. The brotherhood also asks the Commission to issue 
an order directing the carriers to cease and desist from operat- 
ing such extension of its line without permission. The brother- 
hood asserts that the action of the carrier is in violation of con- 
tracts entered into in accordance with the provisions of the 
railway labor act with members of the brotherhood. Such dis- 
regard of the railway labor act, the motion points out, is for- 
bidden by the emergency railroad transportation act of 1933. 
Action already taken by the carrier and for which permission 
is now requested, the brotherhood says, is violative of section 
7 (b) and (d), in that some employes have been deprived of 
employment which they had in May, 1933, other employes are in 
worse position with respect to their compensation and that some 
employes have been required to suffer property losses and mov- 
ing expenses imposed upon them by the act of the carrier. The 
violations alleged grow out of the consolidation of the freight 
house operation of the applicant with those of the Kansas City 
Southern. The brotherhood asserts that the consolidated opera- 
tions are not in the public interest. 

The brotherhood has also filed a motion to dismiss the 
application of the Chicago Great Western on account of the 
alleged violations of the railway labor act, 


TROUBLES IN RAIL FINANCING 


Changes in the Reconstruction Finance Corporation act so 
as to permit the corporation to make loans to railroads and pos- 
sibly others for terms as long as ten years, instead of only three 
years and one year as now provided, have been suggested to the 
Senate committee on banking and currency by Jesse H. Jones, 
chairman of the corporation. The suggestions, however, have 
not been introduced as bills. They were made to the committee 
by Mr. Jones in a meeting behind closed doors. Railroad loans 
are made for not more than three years. 

Financial officers of railroads have been represented as urg- 
ing government officials to find some method whereby they could 
be assured of help from the government in refinancing problems 
of the present year. Government officers have been suggesting 
that the banks should extend help and not depend upon the gov- 
ernment carrying the whole burden. 

In connection with the suggestion of loans for periods as 
long as ten years, it has been pointed out that amortization of 
railroad debts could not go far with loans maturing in three 
years, but that something might be done with President Roose- 
velt’s suggestion that railroad debts be retired if the.emergency 
loans by the government could be made for longer than three- 
year periods, say ten years. : 

Longer terms for loans to industries are also among the 
suggestions said to have been made. At present such loans are 
for one year only. 





UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9558, permitting the Boston & 
Maine Railroad to abandon operation of parts of a line of railroad in 
Hillsborough, Rockingham and Strafford counties, N. H., approved. 

Report and certificate in F. D. No. 10259, permitting the Southern 
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Railway Company to abandon part of a branch line of railroad in 
Morgan county, Tenn., approved. 

Report and order in F. D. No. 10246, authorizing the acquisition 
by the Southern Pacific Company of the properties of the Phoenix 
& Eastern Railroad Company, approved. 

Report and order in F. D. No. 10264, authorizing the acquisition 
by the Grand Trunk Western Railroad Company of control, under 
lease, of the railroad and property of the Cincinnati, Saginaw & 
Mackinaw Rail Road Company, approved. 

Report and certificate in F. D. No. 10226, permitting the Mis- 
souri Pacific Railroad Company and its trustees to abandon a branch 
line of railroad in Woodson County, Kans., approved. 

Report and order in F. D. No. 10242, (1) authorizing the acquisi- 
tion by the Southern Pacific Company of the properties of the Porter- 
ville Northeastern Railway Company; and (2) granting authority to 
the Southern Pacific Company to assume obligation and liability in 
respect of not exceeding $300,000 of first-mortgage bonds of the Por- 
terville Northeastern Railway Company, approved. 

Report and certificate in F. D. No. 10247, permitting the Penn- 
sylvania-Reading Seashore Lines to abandon part of a branch line 
of railroad in Gloucester County, N. J., approved. 

Report and order in F. D. Nos. 10269 and 9802, (1) authorizing 
the Lehigh Valley Railroad Company to issue $2,000,000 of notes to 
aid in the financing of proposed maintenance, and to assume obli- 
gation and liability in respect of 3,410,000 of various first mortgage 
bonds’ to be pledged on collateral security for said notes; and (2) 
modifying order of February 6, 1933, 189 I. C. C. 413, so as to permit 
the pledge of applicant’s equity in $2,600,000 of Consolidated Real 
Estate Company bonds now pledged with the Railroad Credit Cor- 
poration, approved. 

Report and certificate in F. D. No. 10130, authorizing the Wabash 
Railway Company and its receivers to operate, under trackage rights, 
over certain tracks of the Union Pacific Railroad Company in Potta- 
wattamie County, Iowa, and Douglas County, Neb., approved. 

Report and certificate in F. D. No. 10268, permitting the Atchi- 
son, Topeka & Santa Fe Railway Company to abandon part of a 
branch line of railroad in Colfax County, N. Mex., approved. 


FINANCE APPLICATIONS 


Finance No. 10319, Boston and Maine Railroad asks authority to 
issue $3,330,000 in note or notes to secure a loan of like amount from 
the PWA. The money is to be used in making repairs and improve- 
ment to locomotives, freight and passenger cars, repairs to buildings 
and other structures, such as may be made economically in the 
winter months. About $1,100,000 is to be spent on locomotives, cars 
and buildings, and about $2,223,000 to pay the cost of purchasing 
and installing 30,000 tons of new 13l-pound and 112-pound rail with 
the necessary fastenings, tie plates and other accessories. 

Finance No. 10322, Reynoldsville & Falls Creek Railroad Co. asks 
authority to abandon about 12 miles of line from Falls Creek to Soldier 
Run Mine, Pa., due to virtual cessation of bituminous coal mining 
operations served by the line. 

Finance No. 10320. Chesapeake & Ohio Railway Co. asks for ap- 
proval of acquisition of freight and passenger train equipment with 
loan from PWA. 

Finance No. 10321. Chesapeake & Ohio Railway Co. asks for order 
authorizing assumption of obligation and liability in respect of $18,- 
290,000 of 4 per cent equipment trust certificates of 1934, to be sold to 
the United States in connection with loans from PWA for purchase 
of freight and passenger car equipment. This application and the 
preceding one relate to PWA allotment heretofore announced. 

Finance ‘No. 10324, the New Yofk, Chicago & St. Louis Railroad 
Co. asks approval of a loan from the PWA for the acquisition, through 
an equipment lease and agreement, of 15 locomotives, 5 yard locomo- 
tives, 20 extra tenders, 7 passenger coaches, 1 mail-baggage car, 500 
fifty-ton box cars, 675 fifty-five ton gondolas and 25 fifty-five ton flat 
cars, at an estimated cost of $5,062,000. 

Finance No, 10325, the New York, Chicago & St. Louis Railroad 
Co. asks for authority to assume obligation and liability in respect 
of $5,062,000 of equipment trust certificates to be dated March 1, 1934, 
and to be issued for the acquisition and equipment mentioned in the 
above application. 

Finance No. 10326, Lehigh & New England Railroad Co. asks for 
the approval of the expenditure of approximately $1,212,000, to be 
obtained as a loan from the PWA, for the purchase of 250 steel box 
cars of 100,000 pounds capacity, 150 all-steel center dumping hopper 
cars of 100,000 capacity, and 100 composite flat bottom gondola cars 
of 100,000 capacity. 

Finance No. 10329. Louisville & Nashville Railroad Co. asks for 
authority to abandon part of its line between Redding, Ala., and 
Readers, Ala., the part of the line to be abandoned being about 5 miles 
long. The applicant says that the line is causing material losses to 
it and that there is and will not be economical justification for its con- 
tinued operation. 

Finance No. 10330. Sussex Railroad Co. and the Delaware, Lacka- 
wanna & Western Railroad Co. ask authority to abandon part of the 
line of the Sussex, Known as the Franklin branch, extending from 
Branchville Junction to Franklin, N. J., a distance of approximately 
9 miles. The Lackawanna leases and operates the Sussex. 


PETITIONS FOR REHEARING, ETC. 


No. 21962, Farmers Supply Co. vs. M. P. et al. and No. 21962, 
Sub. 2, Walsenburg Mercantile Co. et al. vs. A. T. & S. F. et al. Com- 
plainant, the Farmers Supply Co. in No. 21962 and complainant, Krille- 
Nichols Wool & Hide Co. in No. 21962, Sub. 2, ask further hearing or 
reconsideration on the record as made. 

No, 22278 and Sub. 1 to 3, incl., Outlaw Trading Post, Inc., et al. 
vs. A. T. & S. F. et al. and No. 23419, W. N. Baldwin Co. et al. vs. 
A. T. & S. F. et al. Complainants ask reopening 

No 24674 and Sub. 1 to 3, incl., J. W. Patterson et al. vs. A. G. S. 
et al. Southwestern carriers ask postponement of effective date of 
order of December 2, 1933. 

No. 25770, Armour & Co. vs. C. St. P. M. & O. et al. 
ask for reopening and reconsideration on record as made. 

No. 25588, Florence Pipe Foundry & Machine Co. et al. vs. N. Y. 
N. H. & H. et al. Complainants ask for reargument before the full 
Commission. 

Fourth Section Application No. 13470 et al. Re: Rates to John- 
son City, Tenn., and points grouped therewith. Protestant, Rail- 
road Commission of Kentucky, asks to consolidate the record herein 
with No. 21373, Commonwealth of Kentucky et al. vs. A. & W. et al. 
and that part of the original fourth section application No. 13470 et al. 
assigned therewith, and to determine the matters in controversy upon 
the record so consolidated. 


Defendants 
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No. 20769, In re refrigeration charges on fruits, vegetables, berries 
and melons from the west. Western Growers Protective Association 
asks for investigation by Commission of amount of ice actually useq 
in transit for the re-icing of melons and vegetables. 

No. 25069, Dawson Produce Co. et al. vs. A. T. & S. F. et al, 
Complainants ask for reopening and consideration by entire Commis. 
sion on record as made. 

No, 26120, Bowman Dairy Co. vs. C. & N. W. et al. Complainant 
asks the Commission to enter an order keeping open the record and 
staying all proceedings herein until such time as the District Court 
of the United States for the Northern District of Illinois, Eastern qj- 
vision, shall render its decision in an action at law now pending ip 
said court entitled and numbered ‘‘Chicago and Northwestern Rail. 
way Company, a corporation, plaintiff, versus Bowman Dairy Com. 
pany, a corporation, defendant, General Number 41988” and to get 
aside the ruling made by Examiner Haden on January 18, 1934, clos. 
ing the record herein and requiring the briefs to be filed on or be. 
fore February 19, 1934. 

No. 12358, Western Horse and Mule Rates, 195 I. C. C. 417, and 
related cases. Carriers defendants in No. 12358, also carriers parties 
to Fourth Section Applications Nos. 461, 462, 621, 673 and 678, by F, 
A. Leland, their duly authorized attorney and agent, ask for post- 
ponement of the March 8, 1934, effective date of Commission’s report, 
and order dated December 11, 1933, in No. 12358, supra, and the 
March 8, 1934, vacating and denial dates in Fourth Section Order No, 
11340, until sixty (60) days after the Commission has passed upon 
applicant’s Fourth Section Application No. 15445, dated at St. Louis, 
January 17, 1934, for necessary fourth section relief so as to permit 
the carriers to establish and maintain the rates prescribed or ap. 
proved in reopened Docket 12358, supra, and order dated December 
11, 1933. 

No. 25326, Phoenix Roofing & Supply Co. et al vs. A. T. & SVP 
et al. Complainants ask for reconsideration and modification of find- 
ings and order of division 2 upon present record, and/or in the al- 
ternative oral argument before the Commission en banc. 


COMMISSION ORDERS 


No. 26278, Illinois Coal Traffic Bureau vs. A. & E. et al. and No, 
26240, Midwest Coal Traffic Bureau vs. A. W. et al. Public Service 
Commission of the State of Wyoming permitted to intervene. 

No. 26307, Black Hills Clay Products Co. vs. C. & N. W. et al. 
Sioux City Traffic Bureau permitted to intervene. 

No. 26281, A. N. Christenson, et al. vs. A. T. & S. F. et al. The 
National Refining Co. permitted to intervene. 

No. 26316, Indiana Fibre Products Co. vs. C. C. C. & St. L. et al. 
New Orleans Corrugated Box Co., Inc., and Gaylord Container Co. per- 
mitted to intervene. 

No. 6672, Ocean Steamship Co. of Savannah. Application of Cen- 
tral of Georgia, under the provisions of section 5 of the act regulate 
commerce, as amended by section 11 of the Panama Canal act, rel- 
ative to Ocean Steamship Co. of Savannah. Proceeding reopened 
for further hearing with No. 26339, Application of Illinois Central, 
Central of Georgia, and H. D. Pollard, as receiver of Central of 
Georgia, under section 5, paragraphs 9, 10 and 11, of the interstate 
commerce act, with reference to Ocean Steamship Co. of Savannah, 
and assigned for further hearing February 19, 1934, 10 a. m., stand- 
ard time, at Hotel Lenox, Boston, Mass., before Examiners Mullen and 
Cooper. 

No. 26276, and Sub. 1, Chamber of Commerce, El Dorado, Ark., vs. 
Cc. R. I. & P. et al. Louisiana Oil Refining Corporation permitted to 
intervene. 

No. 26176, Dekle Lumber Co. et al. vs. A. & W. P. et al. Marshall 
& Spencer Co. permitted to intervene. 

No. 26250, South Chester Terminal & Warehousing Co. vs. Penn- 
sylvania et al. Chamber of Commerce of City of Newark, N. J. per- 
mitted to intervene. 

No. 26281, A. N. Christenson et al. vs. A. T. & S. F. et al. An- 
derson-Prichard Oil Corporation permitted to intervene. 

No. 26297, Leigh Banana Case Co. vs. A. & R. et al. Northeast- 
ern Group of the American Veneer Package Association permitted to 
intervene, 


No. 26316, Indiana Fibre Products Co. vs. C. C. C. & St. L. et al. 
Atlanta Paper Co. permitted to intervene. 

Finance No. 10265, Application of Missouri-Kansas Belt and Ter- 
minal for certificate to construct a line of railroad in Kansas. A. T. 
& S. F. permitted to intervene. 

No. 22020, Iola Cement Mills Traffic Association et al. vs. A. T. & 
S. F. et al. The first and second ordering paragraphs of said order 
of February 14, 1931, as amended, are further amended to read as 
follows: 

It is ordered, That the above-named defendants, according as they 
participate in the transportation, are notified and required to cease 
and desist, on or before April 5, 1934, from practicing the undue 
prejudice and preference found in said report to exist. 


It is further ordered, That the said defendants, according as they 
participate in the transportation, are notified and required to establish 
on or before April 5, 1934, upon notice of this commission and to the 
general public by not less than 30 days’ filing and posting in the man- 
ner prescribed in section 6 of the interstate commerce act, and there- 
after to maintain and apply rates and charges for the transportation 
of cement, in carloads, from Portland and Boettcher, Colo., and Lara- 
mie, Wyo., to the destinations described in said report, other than 
Denver, Colo., and destinations within 80 miles (highway distance) 
from Portland, Boettcher, or Laramie, and points intermediate to Den- 
ver and such destinations on direct rail routes from said points of 
origin, which shall not be less than the contemporaneous rates malin- 
tained on the same traffic from Chanute, Humboldt, Fredonia, Iola, 
Independance, and Mildred, Kans., and Dewey, Okla., to the same 
destinations by a greater amount than would obtain by the applica- 
tion from the respective origins to the aforesaid destinations of an 
average of scales III and IV, prescribed in Western Cement Rates, 
48 I. C. C. 201, 69 I. C. C. 644, provided, however, that the rates so 
established shall not exceed the aggregate of intermediate rates sub- 
ject to the interstate commerce act. 


CHANGES IN DOCKET 


Further hearing in I. and S. 3842, mileage allowances on private 
refrigerator cars, which was set for January 27, at Chicago, betiore 
Examiner Haden, was postponed. ’ 

Hearing in I. and S. 3925, mixed commodities between_ Chicago 
and W. T. L. points, set for January 29, before Examiner Haden, at 
Chicago, was postponed. 
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Proposed Reports in I. C. C. Cases 





INDUSTRIAL SAND CASES 


/ TWO-SCALE foundation for rates on industrial sand and re- 

lated commodities in official territory, including in some in- 
stances destinations in Wisconsin and the upper peninsula of 
Michigan, has been proposed by Examiners Burton Fuller and 
Philip S. Peyser in No. 22907, industrial sand cases, 1934, and 
the cases joined with it. The other cases joined with this one 
are listed in pages 117 to 128, inclusive, of the report in Indus- 
trial Sand Cases, 1930, 188 I. C. C. 99 (except Nos. 21136, 21553, 
93575, 23097, 23382 and 21618), on further hearings as to rates for 
the future. In addition five new cases were joined with this 
one on the further hearing and a large number of prior cases 
were set with this one for reparation purposes. The proceeding 
was a cooperative hearing with the commissions of Pennsylvania 
and Indiana. 

Scale A is to apply on ground or pulverized sand. Scale B 
is to apply on core sand from New England and on naturally 
ponded molding sand from New York, New Jersey and Ohio dis- 
tricts for all distances in both open and closed equipment. It 
is also to apply on silica sand and the so-called border line 
sands in closed equipment for all distances and in open equip- 
ment for distances in excess of 300 miles. 

The rates on these sands (and on gravel from Phalanx, O.), 
in open equipment for distances of 300 miles and less are to 
be made as follows: (1) From origins east of a north and 
south line drawn through Cumberland, Md., for distances of 200 
miles and less, on the basis prescribed in Cumberland Cement 
& Sand Co. vs. B. & O., 151 I. C. C. 183; (2) from origins west 
of that line, for distances of 200 miles and less, rates to destina- 
tions in Indiana, Wisconsin, Illinois and Michigan are to be 
made 80 per cent of Scale B, to destinations in Ohio on the 
basis prescribed in Rates on Crushed Stone, Gravel, Sand and 
Slag, 191 I. C. C. 206, and to other destinations on the basis 
prescribed in Pennsylvania Sand & Gravel Producers’ Associa- 
tion vs. B. & O., 104 I. C. C. 717, and (3) rates for distances of 
201-300 miles, inclusive, on so-called buffer scale grading into 
scale B as follows: 170 cents for 201-225 miles; 185 cents for 
226-250 miles; 200 cents for 251-275 miles; and 215 cents for 
276-300 miles. 

The examiners say that in the governing tariffs core sand, 
naturally bonded molding sand, and silica sand may be so de- 
scribed. The so-called border-line sands, they said, should be 
described simply as sand without qualifying adjectives. Except 
on silica and tripoli, distances of 300 miles and less, the exam- 
iners say, shall be computed in the manner prescribed in the 
West Penn case, 104 I. C. C. 717, and distances of over 300 miles 
shall be based on the shortest route over which carload traffic 
can be moved without transfer of lading; provided, that where 
the distance on the West Penn formula is over 300 miles and 
the distance on the short-line formula is under 300 miles, that 
rates prescribed shall be those for 301 to 325 miles, inclusive. 
The carload minimum in connection with silica and tripoli 
iS to be 60,000 pounds. The carload minimum in connection 
with the other rates proposed are to be 90 per cent of the 
marked capacity of the car except that when the car is loaded 
to full visible or cubic capacity actual weight shall apply. 


The examiner said the Commission should find: the inter- 
state rates from the Ottawa, IIl., district to the Chicago district 
not unreasonable. 


The main finding is that on the other traffic on which the 
rates are assailed as unreasonable, reasonable maximum rates 
for the future will be afforded by the scales set forth in an 
appendix to this report, summarized but not reproduced herein. 
They said the relation in the interstate rates between the pro- 
ducing and consuming points under the scales proposed by them 
should be maintained except where different relations resulted 
from such reasonable group and differential adjustments as 
might be established, or where lower rates were required to 
meet competition with other forms of transportation. 


__ The findings in the previously decided cases, the examiner 
Said, should be modified to the extent that they were incon- 
sistent with the findings proposed here. Previous findings were 
in 109 I. C. C. 346, 115 I. C. C. 322, 120 I. C. C. 43, 147 I. C. C. 615, 
147 I. C. C. 691, 152 I. C. C. 749, 153 I. C. C. 469, 153 I. C. C. 721, 
153 I. C. C. 734, 155 1. C. C. 301, 155 I. C. C. 687, 188 I. C. C. 99 
and 190 I. C. C. 147. 

_ The examiners said the Commission should find that rates 
assailed in Nos. 24309, 25813 and 25848 were unreasonable to 





the extent they exceeded 300 cents from Avery, O., via Chicago, 
Ill., to Beaver Dam, Wis.; 220 cents from Mapleton, Pa., to Corn- 
ing, N. Y.; 365 cents from Mapleton to Valley Falls, R. I.; and 
180 cents from Newport, N. J., to Port Carbon, Pa., and award 
reparation. 

Five additional cases embraced on the further hearing were 
No. 24309, Malleable Iron Range Co. vs. C. M. St. P. & P. et al.; 
No. 25587, Virginia Glass Sand Corporation vs. A. C. & Y. et al.; 
No. 25639, Illinois Silica Sand Traffic Bureau vs. A. & W.; No. 
25997, Akron Chamber of Commerce on behalf of the Columbia 
Silica Co. vs. A. C. & Y. et al.; and No. 26025, Philadelphia and 
Reading Coal and Iron Co. vs. Atlantic City Railroad Co. et al. 

Scale A begins with a rate of 100 cents for 10 miles, goes to 
190 cents for 100 miles; 240 cents for 200 miles; 280 cents for 
300 miles; 320 cents for 400 miles; 370 cents for 520 miles; 450 
cents for 700 miles; 570 cents for 1,020 miles; 640 cents for 
1,260 miles; and 700 cents for 1,500 miles a net ton. 

Scale B begins with a rate of 90 cents for 100 miles, goes to 
140 cents for 100 miles; 180 cents for 200 miles; 220 cents for 
300 miles; 260 cents for 400 miles; 300 cents for 520 miles; 
350 cents for 700 miles; 430 cents for 1,020 miles; 490 cents for 
1,260 miles; and 550 cents for 1,500 miles. 

The following arbitraries, the examiner said, might be added 
for the haul or part of the haul in New England: 50 miles and 
under, 30 cents; 100 miles and over 50, 35 cents; 160 miles and 
over 100, 40 cents; 220 miles and over 160, 45 cents; over 220 
miles, 50 cents. On traffic moving to destinations on Long 
Island, they said the customary sixth class arbitraries might be 
added. On traffic between points in New York, New Jersey and 
New England and moving through New York Harbor, they said 
an arbitrary not exceeding 70 cents might be added for the move- 
ment through the harbor. 


MINIMUM CARBON BLACK RATES 


“While fair competition between carriers in handling traffic 
should be encouraged, such competition can not be adequately 
regulated where, as in the instant case, the regulatory body 
over the rail carriers has no jurisdiction over the competing 
water carrier for any purpose,” said Examiner John McChord, 
in proposing the dismissal of No. 25892, Commercial Transpor- 
tation Co., Inc., vs. Missouri Pacific et al. 

Dismissal of the complaint was recommended on a finding 
that the rates on carbon black, from Monroe and other points 
in Louisiana, to Lake Charles and New Orleans, La., shipside, 
for export and coastwise movement, were not unreasonable or 
lower than reasonable minimums, 

The complainant, a carrier by water between Monroe and 
West Monroe, La., and New Orleans, La., alleged that the rates 
charged on carbon black, carloads, from points in Louisiana to 
Lake Charles and New Orleans, La., and subports, for export 
and coastwise movement, had been and were unreasonable and 
imposed an undue burden on defendants’ other traffic and were 
lower than necessary to meeting existing competition. The 
complaint suggested that the rates threatened the extinction 
of legitimate competition by water. The complainant asked for 
the cancellation of the present rates and the establishment of 
such increased rates for export and coastwise movement as 
might be just and reasonable. The railroads raised the question 
whether the barge line was entitled to make complaint. McChord 
said that a mere perusal of the interstate commerce act in con- 
nection with the complaint was necessarily conclusive that a 
motion to dismiss, filed by the railroads, was without merit and 
should be overruled. He said that upon the face of the complaint 
it was shown that the Commercial Transportation Co. was a 
corporation and a common carrier by water in competition with 
the defendants and vitally interested in the rates assailed. The 
service of the complainant was begun February 13, 1931. It is 
performed by four all steel cargo box barges, each of 650 tons 
capacity, and one tow boat, the investment of the barge line 
being something over $100,000. The barges, according to the 
report, stop at Reserve and Gramercy, La., a short distance north 
of New Orleans, La., to take on sugar from refineries there. It 
carries carbon black from Monroe and West Monroe to the 
ports, using the Ouchita, Black, Red, Old, and Mississippi rivers, 
to New Orleans, a distance of approximately 430 miles. 

Examiner McChord said large sums had been expended by 
the government in constructing locks and dams on the Ouchita 
and tributary rivers, on the river route to New Orleans to make 
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it available for the passage of barges and other river craft 
south of Monroe, amounting in the aggregate to over $60,000,000 
as shown by the complainant. 

In 1931 there moved from the Monroe district to Louisiana 
and Texas gulf ports by barge line, 21,596,200 pounds of carbon 
black and over the lines of the Missouri Pacific, 16,706,508 pounds 
in the same period, In 1932 the movement to the same ports was 
25,110,000 pounds by barge and 14,752,722 pounds by the Missouri 
Pacific. 

The rail rate on carbon black assailed in the, complaint was 
22 cents on a minimum of 50,000 pounds, the rate including an 
emergency charge of 2 cents. The rate charged by the complain- 
ant, the examiner said, was 20 cents, any quantity. 

The Missouri Pacific testimony contained an exhibit showing 
that the revenue on all carload traffic handled by that carrier 
for 1932 for 245 miles, was 9.31 mills a ton-mile, 22.87 cents a 
car-mile and $67.04 a car; that the net revenue on carbon black, 
minimum 30,000 pounds, at Lake Charles, was 21.10 mills a ton- 
mile, 31.66 cents a car-mile, and $66.48 a car. 

That the Commission was authorized to establish minimum 
rates, when in its discretion the facts justified it, McChord said 
was not here denied, but that each case had to be judged on 
its own particular facts. Speaking of the Commission’s report 
in Ex-Lake Iron Ore from Chicago to Granite City, I. and S. No. 
2709, 120 I. C. C. 75, McChord said the controversy in that case 
involved the question as to what was a reasonable minimum 
rate between rail carriers, while in the instant case the com- 
plainant was a water carrier with respect to its all water rates. 
He pointed out that should the Commission fix a minimum rate 
on carbon black moving from Monroe to New Orleans and Lake 
Charles, the complainant could with impunity make its rates and 
charges so much lower than the rate established for the rail 
carrier that the water carrier could, by this method, substantially 
monopolize the transportation of this commodity. 


PROPOSED REPORTS 


Cheese 


No. 26031, North Platte Valley Non-Stock Cooperative Cheese 
Co. vs. A. T. & S. F. et al. By Examiner E. L. Valentine. Dis- 
missal proposed. Rates, cheese, Gering, Neb., to Tulsa, Okla., 
and Dallas, Corpus Christi, and Amarillo, Tex., not unreasonable. 


Uncompressed Cotton Linters 


No. 26115, Woodson Brothers, Inc., vs. St. L.-S. F. et al. By 
Examiner L. J. P. Fichthorn. Rate, $1.03, carload, uncompressed 
cotton linters, Blytheville, Ark., to Wichita, Kan., inapplicable. 
Applicable rate, $1, proposed to be found unreasonable to the 
extent it exceeded 79 cents. Reparation of $53.57 proposed. 


Wood Pulp 


No. 26178, Central Fibre Products Co. vs. C. & N. W. et al. 
By Examiner Carl A. Schlager. Dismissal proposed. Rate, wood 
pulp, Chicago, Ill., to Tama, Ia., proposed to be found not un- 
reasonable. 
Sand and Gravel 


No. 26138, L. G. Everist, Inc., vs. C. & N. W. et al. By 
Examiner Edgar Snider. Dismissal proposed. Rates, sand and 
gravel, Hawarden, Ia., to various destinations in Nebraska, pro- 
posed to be found not unduly prejudicial. 


Gas Oil 


No. 25717, Town of Pulaski, Tenn., vs. A. T. & S. F. et al. 
By Examiner C. W. Griffin. Rate, gas oil, Enid, Okla., to Pulaski, 
Tenn., prior to March 15, 1932, proposed to be found unreason- 
able and in violation of the long and short haul part of the 
fourth section, unreasonable to the extent it exceeded 46.5 cents 
and in violation of the fourth section to the extent it exceeded 
a rate of 47 cents applicable to Birmingham, Ala., and that the 
present rate is and for the future will be unreasonable to the 
extent it exceeds 37 cents. New rate and reparation proposed. 


Wheat 


No. 26026, Henneman Grain & Seed Co. vs. A. T. & S. F. 
et al. By Examiner F. A. Clifford. Rates, wheat, Dougherty, 
Tex., to Amarillo, Tex., thence reconsigned to Kansas City, Mo., 
and Minneapolis, Minn., unreasonable to the extent they exceeded 
40 cents to Kansas City and 57.5 cents to Minneapolis. The 
examiner said the Commission should also find that there were 
outstanding undercharges on some of the shipments. Repara- 
tion with waiver of undercharges where reparation and other 
charges found to be due, recommended. 


Slate Slabs 


No, 25721, Brunswick-Balke-Collender Co. vs. B. & O. et al., 
and No. 25724, Liquid Carbonic Corporation vs. D. L. & W. et al. 
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By Examiner W. R. Brennan. Dismissal proposed. Sixth clag 
rates found applicable, slate slabs, carloads, Wind Gap, Pa,, ty 
Chicago, Ill., Cincinnati, O., Detroit, Mich., Peoria, I1l., St. Louis, 
Mo., and Muskegon, Mich.; and from points in Massachusetts 
Connecticut, New York, New Jersey and Pennsylvania via inte. 
state routes, to points in Ohio, Michigan, Indiana, Illinois, Ney 
York and Pennsylvania, Applicable rates not unreasonable o, 
otherwise unlawful. 


Coal Surcharges 


No. 26135, Central West Coal Co. vs. B. & O. et al. By 
Examiner Alfred G. Hagerty. Dismissal proposed. Proposed ty 
be found that complainant had not suffered money damages by 
reason of the fact that in the period commencing January 4 
1932, and ending March 31, 1933, carriers collected a surcharge 
on interstate shipments moving from Menominee, Mich., ty 
destinations in Wisconsin at a time when the intrastate basic 
rates did not bear like emergency surcharges on coal from con. 
petitive Wisconsin shipping points to the same destinations. The 
examiner said that “in observing administrative findings of the 
rate regulating tribunals, bearing upon the maintenance an 
assessment of emergency charges for interstate and intrastate 
transportation, even though as between the two classes of trans. 
portation the intrastate emergency charges are either preferep. 
tially less or not authorized, there is no violation of the inter. 
state commerce act, by the carriers, which gives rise to a cause 
of action for money damages within the meaning of section 8,” 
In addition, he said, apart from that infirmity he found the evi. 
dence not to be of sufficient weight or legal effect to prove that 
in such circumstances, money damages were suffered. The 
complainant contended that it had suffered money damages 
amounting to about $6,000. 


Topless Turnip Roots 


No. 26122, Iron City Produce Co., Inc., vs. A. C. L. et al. By 
Examiner Horace W. Johnson, Dismissal proposed. Charges 
collected, turnip roots, without tops, in standard bushel hamp- 
ers, carloads, Barwick, Ga., to Pittsburgh, Pa., not unreasonable 
or otherwise unlawful. 

Sand and Gravel 


No. 25922, Capital Construction Co. vs. C. B. & Q. By 
Examiner R. G. Taylor. Dismissal proposed. Rate charged, 
sand and gravel, Oreapolis, Neb., to Afton and Thayer, Ia., not 
unreasonable. 

Commutation Fares 


No. 25929, Metropolitan League of Erie Commuters vs. Erie, 
By Examiner J. G. Cooper. Dismissal proposed. Interstate com- 
mutation passenger fares maintained by the Erie between New 
York, N. Y., and points in New Jersey and New York, not un- 
reasonable, 
Lake Cargo Surcharges 


No. 26093, Northwestern Retail Coal Dealers’ Association, 
Inc., et al. vs. Alton et al. By Examiner Alfred G. Hagerty. 
Dismissal proposed. So-called “double” emergency charges pro- 
posed to be found not to have been unreasonable, or otherwise 
unlawfully assessed and collected, on lake cargo coal, when as 
here, the examiner says, the movement over rail-lake routes 
from the origin mines to lake docks, and from those lake docks 
over interstate rail routes to destinations in northwestern states, 
are proved to have been unrelated, independent, and separately 
accomplished transportation transactions, each subject to the 
authorized emergency charges for each shipment. 


BURLINGTON ABANDONMENT 


Approval by the Commission, division 4, of plans of the 
Burlington to abandon a part of the Galesburg-West Havana 
branch, as set forth in Finance No, 10118, Chicago, Burlington & 
Quincy Railroad Co. proposed abandonment, has been recom- 
mended by Examiner M. S. Jameson. The part marked for aban- 
donment extends from near Galesburg to Fairview, IIl., a dis- 
tance of about 29 miles. An assistant commissioner of the IIli- 
nois Commerce Commission who conducted the hearing for the 
federal body recommended grant of the application. Opposition 
was made by an association of shippers, a grain company, sev- 
eral farm bureaus and citizens. 

According to returns to Commission questions, the branch 
line operations have resulted in net income deficits ranging from 
$97,491.87 in 1928 to $34,811.01 in the first seven months of 1933. 
An annual loss of $63,000, the carrier said, was indicated for 
the future. 

Highway and other rail facilities, the examiner said, would 
be available to users of the branch if and when it was aban- 
doned. He said that despite objections raised to the applicant's 
showing of operating losses, it was clear that such losses were 
substantial and constituted an undue burden on_ interstate 
commerce. 
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REGULATION OF COMMON CARRIERS 


(Court of Appeal of Louisiana, First Circuit.) Defendant’s 
exception of vagueness to claim for undercharges of freight, 
which was not urged in brief, was abandoned. (Texas & Pacific 
Ry. Co. vs. Consolidated Companies, Inc., 151 So. Rep. 433.) 
” Exception that action was barred by limitation was aban- 
doned, Where minutes showed that exception upon defendant’s 
motion was referred to merits and was not urged in brief (Act 
No, 223 of 1914).—Ibid. 

Acts of Congress and rules and regulations of Interstate 
Commerce Commission govern interstate shipments and rights 
of parties involved.—lIbid. 

Consignee of goods held not liable for excess freight due 
to initial carrier’s negligence in not carrying out consignor’s 
request for change of routing, notwithstanding consignor did 
not, in compliance with railroad rule, surrender bill of lading 
when request was made.—Ibid. 





(Supreme Court of Florida, Division A.) Where judgment 
was recovered against railroad on account of overcharge for 
freight, interest on judgment at usual rate held recoverable 
(Comp. Gen. Laws 1927, Secs. 6646, 6647), (Atlantic Coast 
Line R. R. vs. Connell et al., 151 So. Rep. 381.) 

Where railroad. was not liable for statutory penalty on 
account of overcharge for freight, attorney’s fees go with 
penalty and are not recoverable (Comp. Gen. Laws 1927, Secs. 
6646, 6647).—Ibid. 





(St. Louis Court of Appeals, Missouri.) Generally, to sup- 
port bill of interpleader, fund, thing, or duty to which parties 
make adverse claims must be one and same and derived from 
same source. (City of St. Charles vs. Wabash Ry. Co. et al., 
65 S. W. Rep. (2nd) 655.) 

Rights and obligations of railroad and city with regard to 
freight charges for oil shipped to city must be determined by 
acts of Congress and decisions of federal courts.—lIbid. 

City which accepted oil consigned to it held liable to rail- 
road for freight charges, notwithstanding that railroad had 
knowledge of contract whereby consignor agreed to pay freight 
charges.—Ibid. 

City held not entitled to interpleader in claims against it 
by railroad for freight charges for oil, and by assignees of 
invoices, since railroad and assignees were not claiming same 
thing.—Ibid. 

City held not entitled to compel assignees of invoices for 
carloads of oil shipped to city to interplead, where assignees’ 
claims were for separate amounts for separate carloads of 
oil, notwithstanding city lumped claims in one amount and 
paid same into court.—Ibid. 

Where city, which was consignee of oil, paid into court and 
sought to compel railroad claiming freight charges and as- 
signees of invoices to interplead, court had jurisdiction to enter 
judgment for railroad on its counterclaim for freight charges, 
though city was not entitled to interpleader (Mo. St. Ann., Sec. 
(76, p. 1015, and Sec. 777, p. 1022).—Ibid. 

City suing in interpleader could not first complain on appeal 
of judgment for railway on its counterclaim, where city joined 
issue by filing general denial thereto and went to trial with- 
out objecting (Mo. St. Ann., Sec. 776, p. 1015, and Sec. 777, 
p. 1022).—Ibid. 

In city’s interpleader action arising out of oil shipments 
to city, assignees of invoices for carloads of oil held entitled 
to judgment against city under pleadings, though city was not 
entitled to interpleader (Mo, St. Ann., Sec. 776, p. 1015, and 
Sec. 777, p. 1022). 

Under the pleadings, city not only admitted, but asserted, 
that it had purchased the oil and had retained out of the 
purchase price the amount claimed by the assignees, respec- 
tively, and it also asserted that the invoices for the carloads of 


sa assigned to the defendants for valuable consideration. 
—Ibid. 


UNDERBILLING OF HAY 


_ The Commission has been advised that C. A. Miller, F. E. 
yler, Alger Quinn, O. A. Steffe, and O. W. Plotner have 
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pleaded guilty in the federal court at Detroit to indictments 
charging underbilling of hay in violation of section ten. Judge 
Moinet deferred sentence pending ascertainment of defendants’ 
ability to pay fines. 


EX-RIVER COAL CASE 


The Commission, at the request of Judge Paul Jones, of the 
federal court for the Northern District of Ohio, has modified its 
order in I. and §S. 3282, coal, bituminous, ex-river, from Colona 
and Conway, Pennsylvania, to Youngstown, Ohio, and I. and S. 
3619, ex-Ohio River coal to Cleveland, Lorain, and other Ohio 
points, so that the effective date of it is changed from on or 
before February 15 to on or before April 16. 

Industrial companies at Youngstown, O., interested in ob- 
taining coal at lower cost, in Youngstown Sheet & Tube Co., 
Republic Steel Corporation, Sharon Steel Hoop Co., and the 
Youngstown Chamber of Commerce vs. United States of Amer- 
ica and Interstate Commerce Commission, asked the court 
for an injunction forbidding the enforcement of the Commis- 
sion’s order increasing rates on ex-river coal so as to prevent 
the destruction of the coal rate structure in Ohio and other 
states that would be affected. Under the last order in that 
case the Commission had required a 13 cents a ton increase in 
the rates on ex-river coal, from 77 to 90 cents. 

According to the application for an injunction the report 
and order of the Commission, dated December 5, 1933, are un- 
lawful because they are arbitrary, unreasonable and beyond the 
power of the Commission. In that report and order the Com- 
mission said the rates it had theretofore prescribed were un- 
reasonably low, unduly prejudicial and unduly preferential. 

The Youngstown interests asserted there was no substan- 
tial evidence before the Commission showing or tending to 
show that a rate of 90 cents a net ton from Conway and Colona, 
Pa., to Youngstown, O., would be not unduly prejudicial and 
not unduly preferential for the future. They further declared 
there were no findings of fact or changed facts to support the 
conclusion of the Commission that the rate of 77 cents per net 
ton earlier fixed by it as a reasonable maximum rate on this 
ex-river coal from Conway and Colona to Youngstown on 
March 27, 1930, had become unreasonably low on December 5, 
1933, and would be unreasonably low thereafter. A further 
assertion is that there are no findings of fact to support the 
conclusion that the rate of 77 cents a net ton prescribed on 
March 27, 1930, is unreasonably low. Still further, the Youngs- 
town interests asserted there were no findings of fact to support 
the conclusion of the Commission that the maintenance of ex- 
river rates on coal from Conway and Colona to Youngstown on 
any basis less than 44 cents under the contemporaneous all- 
rail rates maintained by respondents on like traffic from the 
Pittsburgh district to the same destinations would constitute 
undue prejudice against operators of inland coal mines and 
undue preference of operators of river mines. 

Still another assertion of the Youngstown interests was 
that the Commission proceeded under erroneous constructions 
of the law and misapprehensions with respect to its power 
thereunder in finding the rate of 77 cents a net ton on ex-river 
coal from Conway and Colona to Youngstown to be unreasonably 
low. They further asserted that the report and order dated 
December 5, 1933, deprived them of their property without due 
process of law and so were in violation of the Constitution of 
the United States and particularly of the fifth amendment 


thereof. 


I. C. C. POWER OVER STATE RATES 


A suggestion has been made to the Supreme Court of the 
United States by J. V. Norman, in No. 342, State of Florida 
et al., appellants, vs. United States of America et al., appellees, 
commonly known as the Florida saw log case, that when Con- 
gress passed the emergency railroad transportation act, 1933, 
it deprived the Commission of power to set aside state rates 
on the “revenue burden” theory, because the measure signed 
by President Roosevelt on June 16 had so revised section 15a 
that it could no longer be used as the foundation for a “rev- 
enue burden” order. In making that suggestion Mr. Norman 
was acting as attorney for the Wilson Lumber Co. of Florida, 
one of the companies opposing the order of the Commission 
requiring the displacement of the scale on logs in force in 
Florida upon authority of the Florida commission. He filed a 
separate brief on the point made by him. 

In the brief of the shippers in opposition to the order of 
the federal body, also signed by the Florida officials concerned, 
the point made by Mr. Norman was not brought out. Mr. 
Norman, in his separate brief, referred the court to the general 
brief in behalf of the appellees in the appeal from the federal 
court for the northern district of Georgia, Atlanta division, 
which he had also signed. 
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The sole purpose of the separate brief, Mr. Norman said, 
was to present the suggestion that the order of the Commission 
here in issue, even if valid when made, which of course he 
said was not conceded, “must now be set aside because the 
statute upon which rested the authority to make such an 
order has now been repealed and a new statute enacted.” He 
added that the repeal was subsequent not only to the order of 
the Commission, but to the order of the court below so that 
it could not have been included in an assignment of errors. 

According to Mr. Norman, the order of the Commission in 
issue before the court was based solely upon the power of the 
Commission to change intrastate rates to remove a revenue bur- 
den on interstate commerce, the Commission having expressly 
refused to find the existence of discrimination against persons 
and localities. 

“The power to change intrastate rates in order to remove 
a revenue burden on interstate commerce generally,” said Mr. 
Norman, ‘was never expressly granted in any acts of Congress 
and was first found by interpretation, by this court, in the 
case of Wisconsin Railroad Commission vs. C. B. & Q., 257 
U. S. 563, because of the ‘dovetail relation’ between section 
13(4) and section 15a(2). . .” 

In those sections the Congress set up the scheme of which 
the recapture of excess earnings was an important part. Under 
it the Commission was to treat the railroads as a unit, provide 
for the maintenance of uniform rates so that the railroads as 
a whole, or in groups, should earn a fair return, Mr. Norman 
pointed out to the court. That plan, he added, had now been 
abandoned and replaced by the simple direction in section 15a 
requiring the Commission to consider, in the making of rates, 
factors therein specified. 

“Congress is presumed to have amended the act,” said Mr. 
Norman, “with knowledge of the interpretation which the court 
had placed upon it and therefore with knowledge that such 
repeal carried with it the repeal of the power of the Commis- 
sion to fix intrastate rates to remove a revenue burden from 
interstate commerce. The individual carrier is, of course, still 
protected from the prescription by state authority of rates so 
low as to be confiscatory, and Congress having repealed the act 
by which it sought to establish the unified system of trans- 
portation, has left the individual railroads to their rights under 
the general law. .. The language of the new act affords no basis 
for an interpretation that Congress intended to thereby vest 
in the Interstate Commerce Commission power to fix intra- 
state rates for the purpose of removing a revenue burden on 
interstate commerce.” 


FLORIDA STRAWBERRY CASES 


At the suggestion of the federal court in the southern dis- 
trict of New York, the Commission, in No. 23972, R. W. Burch, 
Inc., et al. vs. Railway Express Agency, Inc., et al., and the 
cases joined with it, collectively known as the Florida express 
strawberry cases, has modified its orders therein so as to make 
them become effective ten days after the court renders a de- 
cision in the litigation involving the validity of the orders now 
pending before it. The express agency and the railroads are 
seeking an injunction forbidding the enforcement of the Com- 
mission’s orders. (See Traffic World, January 27.) The orders 
were dated to become effective December 28, 1933. The Com- 
mission, at the request of the court, put off their effective date 
before the hearing on the application for an injunction. 

“It is my belief that this is the only instance in which the 
Commission has entered such an order in a rate case,” said 
Henry J. Balzer, one of the attorneys for forty-three shipper 
interveners in the litigation, in commenting upon the act of 
the Commission. “It was presumed that the Commission was 
originally instituted to protect shippers. The Florida straw- 
berry shipping season is now at its height. This case has 
been pending for three years and the shippers will be penalized 
from $60 to $80 a car throughout the entire season because it 
is improbable that the district court will decide the injunctive 
_issue before it prior to the season’s end. It appears that the 
shippers, by reason of the Commission voluntarily extending 
the effective date of its order to some future date, will lose a 
legal right because the court has failed to issue a temporary 
restraining order and the Commission’s action has been vol- 
untary.” 


SEEK TO ENJOIN OIL RATE ORDER 


Application has been made in the federal court for the 
southern district of Alabama, southern division, in equity No. 
182, Petroleum Warehouse Co., Inc., and Hempstead Oil & Stor- 
age Co., Inc., vs. United States of America, for an injunction 
forbidding the enforcement of fourth section order No. 11454, 
petroleum, New Orleans group to Mobile, based upon J. E. 
Tilford’s application No. 14839. That order authorizes the car- 
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riers to establish and maintain a rate of 14 cents on gasoline 
and kerosene in tank cars from points of origin in the New 
Orleans-Baton Rouge, La., group to Mobile, Ala., without regarg 
to the long and short haul part of section 4. The authority 
extends to all routes except those through Jackson and Ney. 
ton, Miss. It was granted on account of water competition, 

The applicants are receivers of petroleum products from 
Shreveport, La., and other points by water at marine terminals 
at Mobile. They allege they will be irreparably damaged by 
a rate of 14 cents from.New Orleans-Baton Rouge to Mobile 
because they allege that the cost of marine transportation from 
Shreveport, or Port Saint Rose or Port Neches, points from 
which they receive products, is in excess of 20 cents a hundred 
pounds. The rate from the New Orleans-Baton Rouge sroup 
to Mobile, which conforms with the provisions of the fourth 
section, is 28 cents. 

Applicants for the injunction allege that the nature of 
their business is highly competitive and that transportation 
costs are of material import in the marketing of petroleum 
products. They further allege that because of the fact that 
they have invested large sums in the construction of marine 
terminals at Mobile, they will be obliged to continue to use 
the water transportation. They further alleged that, by rea. 
son of the extent of the fourth section relief granted to the 
railroads transporting from New Orleans-Baton Rouge group 
to Mobile, their competitors would be able to undersell them 
and would be able to take away from their customers and 
would thus further increase the damage to them in that the 
volume of their business would be so reduced that the use of 
their terminals would become more expensive or more wun 
economical and would become profitless. 

The petitions allege that the order of the Commission 
should be set aside for the reason that on the record in this 
case the regulating body is without power to grant the relief 
prayed for by the railroads. 

Attorneys for the applicants served notice of the suit 
upon representatives of the railroads of the Standard Oil Co. 
of Kentucky, the Pan-American Petroleum Corporation, the 
Shell Petroleum Corporation, Sinclair Refining Corporation, and 
the Standard Oil Co. of New Jersey in order to save any un- 
necessary work by the traffic departments of those to whom 
notice was sent. The attorneys, however, did not indicate 
how such notice would save the traffic departments of the 
railroads and of the oil companies any expense. 


SUSPENDED TARIFFS 


Although the tariffs were filed to become operative on 
less than statutory notice on a permit granted by the Commis- 
sion, that body, in I. and S. No. 3948, wines from Pacific coast 
to east, has suspended supplements to Toll tariffs, naming new 
transcontinental rates on wines, vinous liquors and wine or 


‘brandy seasoning, carloads, from Pacific coast points of origin 


to destinations east of the Illinois-Indiana line to alternate with 
the present rate, from January 29 to August 29. The case is 
to be heard in Washington by Examiner Leo Flynn on Feb- 
ruary 20. 

The present rate is 113 cents a hundred, minimum 30,000 
pounds. The proposed rates are 105 cents on a minimum of 
40,000 pounds and 90 cents on a minimum of 50,000 pounds. 
The proposed rates are now applicable to points west of the 
Indiana-Illinois line to Colorado common points. 

Request for suspension was made by the United States 
Intercoastal Conference. Telegraphic protests were received 
from California wine interests objecting to suspension. The 
steamship conference contended that the object of the new 
rates was to shut off transportation of wine via the Panama 
canal. It said the combination canal and rail cost via the north 
Atlantic ports to Pittsburgh, Pa., would be $1.264, while the all- 
rail cost would be 90 cents, the rail rate from New York to 
Pittsburgh being 49 cents. It asserted that it was apparent 
that little or no wine would move via the canal with a 90 cent 
rate in effect via the all-rail route. 

The new rates were proposed on account of competition 
asserted to exist between foreign and California wines. The 
steamship conference denied any such competition and asserted 
that if there was any traffic that could bear a high rate it was 
wine, termed a luxury. 

In I. and S. No. 3950, the Commission has suspended from 
January 30 until August 30, schedules in joint supplement No. 
42 to Jones’ I. C. C. No. 2607 and Speiden’s I. C. C. No. 1680. 
The suspended schedules propose to restrict the application 
of joint through class rates between points in Central and south- 
eastern territories so as not to apply via the Louisville & Nash- 
ville, Miller Yard, Va., thence the Carolina, Clinchfield & Ohio 
to points on the Southern Railway System lines, or in the re- 
verse direction, which would result in increases over that route. 

In I. and S. No, 3951, the Commission has suspended from 
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january 30 until August 30, schedules published by Speiden 
ip supplement No. 231 to I. C. C. No. A737 and supplement 
No. 47 to I. C. C. No. 1682. The suspended schedules pro- 
pose to increase the rates on vehicles such as wagons, 
tucks, carts, barrows, etc., in carloads, from Rome, Ga., and 
(hattanooga, Tenn., to Eastern Trunk Line and New England 


pints. The following is illustrative, rates being in cents a 
100 pounds: 
From Rome, Ga. 
Present Proposed 
To AR RW AR RW 
RMON, PO, ..cccceevecsesoceces 47.5 47.5 52 49 
Ss Soe rere. 48 56 53 
NE, MG. 505 wis ce ddewwecaetewes 51.5 48 64 61 


In I. and S. No. 3949, the Commission has suspended from 
January 30 until August 30 schedules in supplement No. 69 to 
gpeiden’s I. C. C. No. 1558, supplement No, 3 to Speiden’s I. C. C. 
No. 1780, supplements Nos. 19 and 22 to Dulaney’s I. C. C. No. 50, 
and various other tariffs of agents and individual lines issues. 
The suspended schedules propose to cancel present commodity 
rates applying on cotton wastes and related articles, carload and 
less-carload, from, to and within southern classification territory 
and to establish class rates on a modified basis in lieu thereof. 
The suspended schedules would effect increases and reductions in 
present rates. 

In I. and S. No. 3952, the Commission has suspended from 
February 1 until September 1, schedules in Curlett’s I. C. C. 
No. A-417, and supplements Nos. 1 and 2 thereto. The suspended 
ghedules propose to establish commodity rates on import, 
castwise and intercoastal lumber and forest products, in Car- 
lads, from Baltimore, Philadelphia and New York, and related 
points, to destinations in central and Illinois territories, based 
on the present Norfolk, Va., rates, or arbitraries higher. The 
following is illustrative, rates being in cents a 100 pounds: 


From Norfolk, Va., to Detroit, Mich., present, 29; Chicago, IIl., 
present, 3414. 

From Baltimore, Md., to Detroit, Mich., present 31, proposed 29; 
Chicago, Ill., present 39, proposed 34%. 

From Philadelphia, Pa., to Detroit, Mich., present 32, proposed 30; 
Chicago, Ill., present 40, proposed 35%. 

From New York, N. Y., to Detroit, Mich., present 34, proposed 32; 
Chicago, Ill., present 42, proposed 37%. 


CALIFORNIA DECIDUOUS FRUITS 


The Trafic World Washington Bureau 


California deciduous fruit interests, in a telegram to Presi- 
dent Roosevelt and to California senators, a copy of which has 
been sent to the Commission, suggest a reduction in freight 
rates on the products of their orchards to the basis of 1909-1914 
rates. They acted through the executive committee of the Cali- 
fornia Deciduous Tree Fruit Marketing Agreement, which has 
its office at Sacramento, The agreement has been approved by 
Secretary Wallace of the Department of Agriculture. 

The committee said that after thorough analysis of all gov- 
erning factors in the marketing of California fresh deciduous 
fruits, it believed that its first thought and object in relieving 
the deciduous grower of that state should be a return to the 
economic stability and reasonable prosperity of the period 1909 
to 1914. 

“California deciduous fruit is shipped to all markets of 
the nation,” says the telegram, “but major portion is delivered 
to cities of heavy population east of the Mississippi River. 
Transportation charges at once become the determining factor 
in the life or death of our industry. We are now operating on 
virtually a wartime basis in so far as freight and refrigeration 
charges are concerned and although we propose to curtail the 
volume of our shipments by regulation as to grades or through 
other means this actiorm by the very nature of our products offers 
little chance of accomplishing the ends sought by the agricul- 
tural adjustment act under which our agreement has been 
affected. 

“A reduction in freight costs would enable California decidu- 
ous fruit growers to market the present deciduous tree fruit 
production at a profit in its natural and logical outlet. We, 
therefore, appeal to you for aid in accomplishing a reasonable 
relationship and an adjustment of present rail rates. Reduction 
to 1909-1914 rates means $1.15 per hundred against present $1.55 
to western markets and $1.73 rate to markets east of Chicago-St. 
Louis territory. A freight rate of $1.15 would stimulate a demand 
in all markets of the United States and we believe would realize 
for the California deciduous growers a fair profit for their 
Products and at the same time furnish rail carriers additional 
tonnage to keep their present equipment and employes at work. 
We call particular attention to interstate movement of approxi- 
mately 15,200 cars of deciduous fruits in 1932 and only 11,200 in 
1933, a decrease of about 27 per cent. If rail rates are reduced to 
1909-1914 level confident shipments will be increased 30 to 40 
ber cent so that carriers would realize practically the same gross 
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revenue under the reduced rate that they are now receiving 
under present rates. This will also enable the consumers to 
buy California products at reasonable prices.” 

Senator Johnson of California, in his letter of transmittal 
to the Commission, said, “after consideration of the above would 
you do me the kindness, please, to advise me concerning the 
subject matter.” 


TARIFF SUPPLEMENTAL VOLUME 


The Commission, by Commissioner Aitchison in charge of 
the subject, by means of supplement No. 3 to Special Permission 
No. 119220, dated October 7, 1932, has eliminated therefrom all 
provisions pertaining to relief from the terms of Rule 9(e) of 
Tariff Circular No. 20, as of May 1, 1934. 

As understood by the men in charge of the filing of tariffs 
the effect of the elimination is that, as to tariffs supplemented 
after May 1, they must comply with Rule 9(e). That rule gov- 
erns the number and volume of supplements. Another way of 
saying what the elimination means is to declare that after May 
1 no more supplements may be added to a tariff that disregard 
that rule. 

Elimination does not mean that tariffs supplemented within 
the terms of Special Permission No. 119220 must be reissued. 
It does mean, however, that, when, after May 1, a particular 
hitherto expanded tariff needs supplementing, the special per- 
mission may not be used as a guide. After that day Rule 9(e) 
will again be in force as to future publications. The amend- 
ment to Special Permission No. 119220 is dated January 13, 
effective, as before set forth, as of May 1. 

Relief from the requirements of Rule 9(e€) was given in 
October, 1932, as a matter of economy in the publication of 
tariffs. The result has been some economy and, as those in 
charge of tariffs believe, confusion that has become so great 
that there will be no real economy were the economy measure of 
October, 1932, continued after May 1, hence the determination 
to return to the requirements of Rule 9(e). 

The substantive part of the relief granted in October, 1932, 
based upon an application filed on September 23, 1932, by Agent 
B. T. Jones, is as follows: 


It is ordered, that until further order of the Commission Rule 9(e) 
of Tariff Circular No. 20 be, and it is hereby waived to the extent of 
permitting the number of supplements and the volume of supplemental 
matter indicated by the following: 

Except as provided in exceptions numbered 
(1) and (2) tariffs containing 


Number of Volume of Supple- 


Size of Tariff Supplements mental Matter 

3 and not more than 4 pages 1 2 pages 

5 and not more than 8 pages 1 4 pages 

9 and not more than 16 pages 2 8 pages 
17 and not more than 32 pages 2 50 per cent 
33 and not more than 100 pages 3 50 per cent 
101 and not more than 200 pages 4 50 per cent 
201 and not more than 300 pages 5 50 per cent 
Over 300 pages 6 50 per cent 


Exception (1)—Tariffs of more than 100 pages may have one sup- 
plement not to exceed 4 pages in addition to the number of supple- 
ments above authorized, the pages of such additional supplement to 
be counted in the volume of supplemental matter. 

Exception (2)—Applicable only to tariffs of more than 16 pages. 
If the number of pages in the supplement which brings the volume 
of matter up to that authorized herein, is not evenly divisible by 4 
the volume authorized may be exceeded to the extent necessary to 
bring the number of pages of such supplement to the next multiple 
of 4 and such supplement may be reissued, provided the number of 
pages of supplemental matter authorized herein for such supplement 
is not exceeded. 


Special Permission No. 119220 was amended, November 25, 
1932, as to Rule 8(f) and Rule 9(a), not pertaining to the 
number or volume of supplements. Those rules were specifically 
mentioned. 

Without mentioning Rule 9(e) the Commission, in the same 
amending order, authorized Agents Boyd, Cummins, Curlett, 
Emerson, Galligan, Girault, Gomph, Henry, Johanson, Jones, 
Sedgman, Speiden, Toll and Van Ummersen to do things that 
come under Rule 9(e) as follows: 


To Supplement tariffs issued by them containing more than 200 
pages without limit as to volume of matter, but subject to the provi- 
sions of original special permission No. 119220 as to the number of 
supplements, provided that the first supplement filed under this 
paragraph shall specify a date upon which the said tariff will be 
reissued, which date shall be not later than 180 days from the date of 
issue of the said supplement, and in no case more than 12 months 
from the date of issue of the tariff, and subsequent supplements filed 
under this paragraph shall reproduce the reissue date shown in the 
first supplement filed hereunder 


In that same amendment the Commission also authorized 
agents to disregard provisions of Rule 9(f) which may have a 
bearing upon things that may have to be done after May 1, as 
follows: 


It is further ordered, That the provisions of Rule 9(f) of Tariff 
Circular No. 20 are hereby waived to the extent of permitting the 
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continuation in force of periodical tariffs for a period of 12 months 
instead of 9 manths, 


The amendment, dated January 13, setting aside parts per- 
taining to Rule 9(e) follows: 

Ordered, That Special Permission No. 119220 as amended Novem- 
ber 25, 1932, and March 38, 1933, is hereby further amended effective 


as of May 1, 1934, to eliminate therefrom all provisions pertaining to 
relief from the terms of Rule 9(e) of Tariff Circular No. 20. 


DOTSERO CUT-OFF WORK 


Completion of the Dotsero cut-off, according to Jesse H. 
Jones, chairman of the RFC, may be expected about June 1. 
He bases his thought as to that project on an examination of 
the work made by an examiner of the railroad division of the 
RFC and two members of the staff of the Interstate Commerce 
Commission, and assurances given by J. S. Pyeatt, president of 
the Denver & Rio Grande Western, in a conference Mr. Pyeatt 
had with the RFC after the examiners had made their inspec- 
tion. 

That inspection was made at the request of Representatives 
Lewis and Taylor of Colorado. In a statement made by Mr. 
Jones it was asserted that while it was expected that engine 
terminals at Orestod would probably be completed by June 1, 
any delay in that phase of the work would not prevent the 
opening of the line beyond June 1, barring the unexpected con- 
tingencies of weather and construction. Mr. Jones added that 
the RFC and the two representatives believed that the work 
program insured that from the “present time forward construc- 
tion will proceed at a satisfactory rate, which represents co- 
operation with the administration’s employment program and 
will place the line in use as soon as possible, thus enabling 
the city of Denver, Colo., to achieve a transportation ambition 
it has held for a generation.” 


DROUGHT RELIEF RATES 

The Commission, by division 2, by order, not a report and 
order, has authorized the Santa Fe and its system lines to 
make drought relief rates on hay, straw, livestock and poultry 
feed, and on livestock, such as may be found necessary, from 
time to time, to and from drought stricken areas in Kansas, 
Oklahoma, Colorado, New Mexico and Texas, effective at once, 
without regard to section 6 of the interstate commerce law or 
Tariff Circular No. 20 of the Commission where to observe the 
provisions of section 6 or the tariff circular would be incon- 
sistent with quick and economical publication, establish- 
ment, filing and maintenance of such emergency rates under 
section 22(1) authorizing the giving reduced rates. The permis- 
sion is to be effective until May 31. 


FINAL VALUATIONS 


The Commission, by division 1, has issued its final valua- 
tion report, as of June 30, 1918, on the properties of the Balti- 
more & Ohio and other lines covered by the report. It has 
found the final value for rate-making purposes, as of June 30, 
1918, of all properties embraced in the proceeding (Val. No. 
1068, opinion R-827, 42 Val. Rep. 1-849), used by the Baltimore & 
Ohio system for common-carrier purposes to be $655,138,100, 
including $22,144,545 for working capital. 

Valuation No. 1177. Wichita Falls & Southern Railroad Co. et al., 
opinion B-917, 44 Val. Rep. 887-932. Final value, of property owned and 
used by the Wichita Falls & Southern Railroad Co., $1,950,000 and of 
property used but not owned, $3,202,159, as of December 31, 1927. 
Final value, of property owned but not used by the Wichita Falls & 
Southern Railway Co., $925,000 as of December 31, 1927. Final value, 
of property owned but not used of the Wichita Falls, Ranger & Ft. 
Worth Railroad Co., $2,275,750 as of December 31, 1927. 


RAILROAD CREDIT CORPORATION 


The Railroad Credit Corporation in January made its fifth 
liquidating distribution to the participating carriers, bringing 
the total refunds to $8,143,558, or eleven per cent of the net 
contributions to the pool by the railroads of funds derived 
from increased freight rates to March 31, 1933, under Ex Parte 
103. This is shown in the financial statement filed February 3 
with the Commission by the Railroad Credit Corporation. 

The refund made in January amounted to $717,565, or one 
per cent of the fund. Of the $8,143,558 repaid, $3,355,955 was 
in cash and $4,787,603 was in credit allowances. 

‘E. G. Buckland, president of the corporation, in a letter 
accompanying the report and addressed to the participating 
carriers, says: 


During the month of January borrowers paid to the Corporation 
$103,901 as interest on, and $144,068 in reduction of loans. These pay- 
ments, added to the free balance at the end of the year 1933, enabled 
the Corporation to make its fifth distribution, equivalent to 1% of 
the Fund, on January 31, 1934. The distributions now aggregate $8,- 
143,558, or 11 per cent of the net contributions to the Fund, of which 
$3,355,955 has been paid in cash, and $4,787,603 is represented by 
credit allowances. 
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RAILROADS AND TAXES 


Class I railroads of the United States in 1932 paid in taxes 
to the various federal, state and local governments 38.04 cents 
out of each dollar of net earnings, the highest ratio for any 
year since 1920, according to the study of railway taxation com. 
pleted by the Bureau of Railway Economics. (See Traffic World, 
Jan. 27.) In 1931, they paid 31.46 cents a dollar, and in 193), 
25.81 cents. 

On the basis of total ‘operating revenues, the railroads jp 
1932 paid in taxes 8.8 cents out of each dollar of such revenues 
received, the highest ratio for any year. In 1931, 7% cents 
was paid in taxes out of each dollar of operating revenues, 

“Total taxes,” says the bureau, “paid by railways of Class 
I in 1932 amounted to $275,135,399. State and local govern. 
ments received $262,705,576 of the total, or 95.5 per cent, while 
the federal government received $11,928,446 or 4.3 per cent: 
the remaining $504,377 or 0.2 per cent was credited to the 
accounts of countries across our national boundary lines. Taxes 
paid by the railroads to the federal government are practically 
all in the form of the corporation income tax, less than two 
per cent in 1932 consisting of other than income taxes, such 
as the tax on telegrams, documentary taxes, and the like. For 
this reason, federal taxes have shown a considearble decline 
since 1929, in sympathy with the decline in net income of the 
carriers. Taxes paid by the railways in the several states and 
local jurisdictions showed a consistent increase for many years 
to 1930, while the years 1931 and 1932 showed some recessions,” 

In respect to railway and automotive transport taxes, the 
bureau said: 

“It is frequently asserted that motor vehicles pay relatively 
higher or lower taxes than railways, as the case may be. The 
fact is that taxes paid by neither of these industries can be 
compared directly with each other. The important question 
with respect to either industry is not whether it pays more or 
less in taxes, or fees, or rentals, than some other industry, but 
whether it in fact pays its own way, and in addition con- 
tributes its fair proportion to the upkeep of government. 


“With respect to the railways, they clearly pay their own 
way. They own their own roadway and maintain it, and in 
addition pay heavy taxes, all of which go toward the general 
costs of government. 


“With respect to commercial motor vehicles, they pay some 
property and income tax, they pay a gasoline tax and license 
fee. Their right-of-way—the highways—is supplied by the pub- 
lic as a tax-free property, and their gasoline taxes and license 
fees are primarily intended to contribute toward the cost of 
highway construction and maintenance.” 


The bureau pointed out that on the basis of statistics pub- 
lished by seven state public service commissions for the year 
1931 the weighted average ratio of taxes to total operating 
revenues for bus and truck operations in those states was 5.9 
cents a dollar of operating revenues. These ratios, it was 
pointed out, covered all taxes and fees, including gasoline taxes, 
revenue and income taxes, and the like, 


“Total operating revenues of Class I railways in the United 
States,” the bureau continued, “amounted to $4,188,343,000 in 
1931. Out of every dollar of this revenue, 7.25 cents went 
directly for taxes. But this percentage cannot properly be com- 
pared with the ratio of taxes for motor carriers, because motor 
taxes are in part a contribution toward the cost of their road- 
ways, whereas the railways maintain their own roadways and 
pay taxes besides. In addition to their direct taxes, 7.25 cents 
per dollar of gross earnings in 1931, the railways were charge- 
able in that year for ten cents per dollar of revenue for main- 
tenance of roadway, 12.2 cents for annual carrying charges on 
roadway, and four-tenths of one cent for the cost of crossing 
protection. The total railway ratio, including roadway costs and 
taxes, was 29.8 cents per dollar in 1931. 


“In other words, the total tax payments of the steam rail- 
ways in 1931, plus an allowance for the expense of owning, 
maintaining and protecting their roadway, was three-tenths (29.8 
per cent) as great an amount as their total operating revenues. 
Commercial motor vehicles in 1931, so far as statistics are 
available, contributed less than one-sixteenth (5.9 per cent) 
of their operating revenues for the same group of costs.” 


STATISTICS OF RAILWAYS, 1932 


The Commission has issued the text of the forty-sixth an- 
nual report on the statistics of railways in the United States 
for the year ended December 31, 1932, including also selected 
data relating to other common carriers subject to the interstate 
commerce act, also for 1932. The statistics, the introduction to 
the tables said, were based principally on the annual reports 
to the Commission, returnable by March 31, 1933. 
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Speeding L. C. L. Rail Freight 


(By Reginald Trautschold, Consulting Engineer) 


in miscellaneous rail freight traffic, which means that 

much transportattion business is lost to the railroads and 
that competition in freight handling is growing keener, largely 
on account of delays in getting the consignments on the rails 
at terminals and transfer points. These hold-ups are expensive, 
adding considerably to the cost of the materials in transit and 
nothing to the value of the commodities. 

So general is this situation and so widespread are the bene- 
fits that invariably accrue from the operatiton of a well planned, 
up-to-date transfer terminal, provided with an adequate com- 
plement of materials-handling equipment and proper facilities, 
that the attainments and savings thus realized concern the in- 
terests of all—the producer, through the shipper, carrier, and 
consignee, to the ultimate consumer. Each is interested in the 
speeding-up of rail freight traffic, especially of shipments in less 
than carload lots. 

A satisfactory so- 
lution of this prob- 
lem is rare, but it 
has been attained 
in a few isolated 
instaces. For exam- 
ple, miscellaneous 
freight, in less 
than carload lots, 
for the most part, 
has been expedi- 
tiously dispatched 
at exceptionally 
low cost for some 
years now at the 
Proviso Transfer of 
the Chicago and 
North Western 
Railway. 

This transfer, 
situated some four- 
teen or fifteen 
miles from _ the 
heart of Chicago’s 
business’ center, 
handles over 800,- 
000 tons of freight 
a year, doing so 
successfully with 
the aid of a fleet 
of some fifty of 
those gas-powered 
tractor-trailer 
trains that have 
proved so satisfac- 
tory for terminal 
freight-handling 
services in recent 
years. Between the 
two local Chicago 
freight depots of the Chicago and North Western and the trans- 
fer, some four or five thousand trailers are employed and are 
sO well served by the tractors that there is a saving of from 
twenty-four to forty-eight hours on a large portion of the traffic 
tendered for movement over the carrier’s lines. This substan- 
tial speeding up in freight handling is effected by the tractors 
at a total outlay for operating and upkeep expenses a ton of 
freight moved a tractor, incredible as it may seem, that is 
actually less than would be entailed for the services of a single 
extra stower, or even for an additional stower-helper. 

Well Planned Transfer Facilities 
While this saving of time in getting the freight on the rails 
1s attributable directly to the effective use of the gas-powered 
tractor trains employed, it is, of course, the excellent transfer 
facilities at Proviso that make this possible. The main trans- 
ter shed covers approximately twenty-one acres, almost all of 
which is under one roof. There are seven loading platforms, 
three unloading platforms, two combination platforms, and a 
Platform for the unloading of truck deliveries. Each of the 
main platforms is served by two tracks throughout its full 
Working length and, in addition, there are three cross-over lift- 


—— spanning the tracks and connecting the various plat- 


Strategically 


Paes handling costs are unduly high and profits low 


situated, the Proviso Transfer handles the 





Gas-powered tractor hauling trailers loaded with miscellaneous freight. 


freight to and from the eastern and southern connections of 
the Chicago and North Western, provides free movement of 
west and northbound freight, and serves the Chicago district 
efficiently. 
fer the shipments are handled on trailer trucks carried between 


Between the Chicago freight depots and the trans- 


these points in box cars on passenger train schedules, a box 


car accommodating fifteen of the trailers. 


Making Up Trailer Trains 


At the receiving depots, the freight is taken from the street 
vehicles and placed directly on trailers, which, as they are 
loaded, are run into the box cars bound for the transfer. On 
arrival at Proviso, the trailers are rolled out of the cars by 
hand, about eleven minutes being required to unload a car, 
made up into trains and hauled by a gas-tractor to one of the 
outbound loading platfornis for proper distribution. Tractors 
serving particular sections and tracks cruise slowly down the 
platform and, as 
they pass, loaded 
trailers destined 
for their assigned 
tracks pick them 
up and drop them 
at the cars’ for 
which they are 
routed. 

The stowers roll 
the trailers into 
the cars, pack the 
freight and return 
the empty trailers 
to the _ platform. 
When all loads are 
delivered, the 
empty trailers are 
picked up by trac- 
tors and hauled to 
an inbound unload- 
ing platform for 
reloading with con- 
signments destined 
for the Chicago 
freight depots or 
with freight to be 
transferred to oth- 
er outbound Cars. 
Between the  ter- 
minal and the Chi- 
cago freight de- 
pots, the freight re- 
mains on the trail- 
ers during the 
shuttle runs _ be- 
tween these points, 
thus avoiding all 
need of rehandling. 

The cycle of op- 
erations from the receipt of the freight at the local Chicago de- 
pots to its stowage in outbound freight cars at the transfer, and 
vice versa, is so well arranged that freight is forwarded on main 
line freight trains the same day it is received at the local depots. 
There is no piling up of freight at either end of the shuttle and no 
delays, ease of handling and speed of dispatch being the out- 
standing characteristics of the system. 


Handling Costs Are Low 


Not only is the freight expeditiously handled in this man- 
ner, but the expenses in connection with the handling of the 
freight on the trailers by the tractors are distinctly low. 
A careful accounting of all expenditures made in a calender 
month for the operation and upkeep of the gas-powered trac- 
tors gives as a total for one of these units, $162.85 a month, or 
$6.26 a day. This sum covers all operating and maintenance 
labor, repair parts and the gasoline and lubricating oil require- 
ments. 


Reduce to a charge a ton of freight handled, this is an 
average tractor operation rate of about 12 cents, when handling 
50 to 60 tons a tractor a day. The prevailing wage rate for 
stowers at the transfer is 12.8 cents a ton and for stower helpers, 
12.3 cents. This gives an excellent idea of the actual mone) 
saving, as well as time saving value of the tractors. 
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Table I—Monthly Gasoline Tractor Operating Cost 


Labor, Operating 

Motorman—26 8-hr. days @ 68c per hr, ........eeeeee $141.44 
Labor, Maintenance 

Poeremat—10 NiS. © F666 MSL BE. ccc ccivececcvvecscceces 

Mechanio—1.28 hrs. © EEC POT BT. occcccccvcccsscccces 

RaOrer-—<6.8 BER, GD El HOP TE. cic c ccccccccvcccocvscuse 
Materials and Supplies 

Gasoline—100.5 gal. @ 6.125c 

Oil—3.9 gal. @ 35.0c 

Repair parts (per tractor) 


Total Average Monthly Operating Cost 
Daily Average 


An even more convincing demonstration of the money sav- 
ing proclivities of the gas-tractor and trailer system of freight 
handling occurred at Proviso, which is of special interest in 
that it well indicates the suitability of the system at other ter- 
minals, transfers, and depots handling considerably less freight 
than passes through this busy junction on the outskirts of 
Chicago. 

At Proviso, two of the narrower platforms, originally built 
for outbound loading only, were needed for both unloading and 
loading shipments destined for transit over connecting lines. 
These particular spaces were found to be too narrow to permit 
the proper lining-up of the trailers and at the same time leave 
sufficient room for the efficient operation of the tractor-trailer 





Proviso Transfer employs gas-powered tractors and many trailers in 
handling L. C. L. freight. 


trains. Consequently, a seven-man gang with stevedore trucks 
was employed on these platforms, thus providing an excellent 
comparison of the respective economies of the two systems of 
freight handling. The truckers were paid 12.3 cents a ton of 
freight handled, based on the movement of 32% tons a man 
an eight-hour day, with a minimum wage established of $4.00 a 
day a trucker, or $28.00 a day for the gang moving 217% tons 
of freight in the eight hours. 

This tonnage, had the facilities been such that the gas- 
tractor and trailer system employed on the other platforms 
could have been used, could readily be handled in the same 
or shorter time by three tractor-trailer trains working continu- 
ously and a fourth working half time, at a total tractor operat- 
ing expense of $21.75 a day. The difference between these two 
daily freight handling cost rates, $6.09, represents a handling 
burden item of 2% cents a ton, or for the year a tidy sum in 
excess of $1,900. 

Extra Costs Pyramid 


While the extra 2% cents a ton on the limited amount of 
the freight manually handled at Proviso Transfer, less than 8% 
per cent of the total tonnage, adds relatively little to the cost of 
operating the transfer and could not possibly exert any influ- 
ence on the established freight rates, much of the freight pass- 
ing through Proviso moves on to other transfers and depots 
where handling operations are not as efficiently consummated 
and where still further 23% cents a ton charges and often much 
more are saddled on the consignments. Frequently, this hap- 
pens a number of times before a shipment reaches its destina- 
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tion. These extra and, to a large extent, unnecessary costs 
pyramid and tend to keep the established freight rates in which 
they are absorbed unduly high. 

It is no wonder, then, that rail freight traffic is meeting with 
keen competition from water routes and highway trucking, that 
rail freight rates are generally high, and profits to the railroads 
on freight traffic as generally low. Of course, business is con. 
tinually being lost by the railroads, for the ultimate consumer, 
who in the end pays for all these surcharges, can ill afford the 
extravagance, 

Of Concern to the Railroads 


From the viewpoint of railroad interests, also, these extra. 
pyramiding expenses are a mistake. Just as each transfer oy 
depot lacking facilities and proper equipment for economical] 
freight handling elevates freight rates and tends to deflect busi- 
ness to other carriers, so each up-to-date transfer supplied with 
adequate and modern facilities for economical freight handling 
bolsters the income of the railroad maintaining these moderp 
freight stations—does so by attracting business. Proviso Trans. 
fer is typical. 

Of course, there relatively few transfers that handle upward 
of 800,000 tons of freight a year, more than 2,500 tons a day 
on the average, but there are hundreds of freight depots han- 
dling 200 tons or so a day, where the use of gas-powered trac- 
tors and trailers, it would appear, might add $1,000.00 or $2,000.00 
a year to the income derived from handling the freight. Or 
some other method of freight handling with the aid of modern 
mechanical equipment might even prove more profitable. For 
still smaller stations, other mechanical means of moving the 
freight would probably prove somewhat more remunerative. 

The railroads, consequently, can ill afford not to investigate 
all possible ways and means of reducing freight-handling costs. 
In most cases, substantial economies can be effected through 
the employment of modern materials-handling equipment of well 
demonstrated merit, and there is much equipment of this char- 
acter available. In virtually all instances, wherever freight 
is handled, some reduction in freight handling costs can be 
realized—even at Proviso Transfer. 


REVENUE FREIGHT LOADING 


Revenue freight loading for the week ended January 27 
totaled 561,566 cars, an increase of 1,136 over the preceding 
week, 86,274 over the corresponding week in 1933, and 1,223 
above the corresponding week in 1932, according to the Amer- 


ican Railway Association. Miscellaneous unloading totaled 
193,251 cars; merchandise, 161,840; grain and grain products, 
31,694; forest products, 20,615; ore, 3,192; coal, 124,758; coke, 


7,696; livestock, 18,520. 

Loading of revenue freight the week ended January 20 
totaled 560,430 cars, according to the car service division of 
the American Railway Association (see Traffic World, Jan. 27). 
This was. an increase of 4,803 cars above the preceding week 
and an increase of 60,876 cars above the same week in 1933, 
but a decrease of 1,671 cars below the corresponding week in 
1932. 

Miscellaneous freight loading the week ended January 20 
totaled 190,711 cars, an increase of 6,455 cars above the preceding 
week, 31,924 cars above the corresponding week in 1933, and 
6,701 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
160,499 cars, an increase of 2,169 cars above the preceding week, 
and 257 cars above the corresponding week in 1933, but 28,021 
cars below the same week in 1932. 

Grain and grain products loading for the week totaled 33,092 
cars, an increase of 3,533 cars above the preceding week, 5,418 cars 
above the corresponding week in 1933, and 534 cars above the 
same week in 1932. In the western districts alone, grain 
and grain products loading for the week ended January 20 
totaled 21,184 cars, an increase of 4,596 cars above the same 
week in 1933. 

Forest products loading totaled 19,647 cars, an increase 
of 1,501 cars above the preceding week, 4,808 cars above the 
same week in 1933, and 96 cars above the same week in 1932. 

Ore loading amounted to 3,202 cars, a decrease of 16 cars 
below the preceding week, but an increase of 904 cars above 
the corresponding week in 1933. It was, however, a decrease of 
267 cars below the corresponding week in 1932. 

Coal loading amounted to 126,880 cars, a decrease of 10,156 
cars below the preceding week but increases of 14,241 cars above 
the corresponding week in 1933, and 19,387 cars above the same 
week in 1932. - 

Coke loading amounted to 8,342 cars, an increase of 1,4 
cars above the preceding week, 2,945 cars above the same week 
in 1933 and 2,890 cars above the same week in 1932. 

Live stock loading amounted to 18,057 cars, an increase 0! 





Februs 
— 


270 Ce 
game © 
In the 
ended 
above 


compa 
Allegh 
pared 
tricts 


Janua 
was I 


Ea 
stock, 
forest 
42,477 


1933, 1 
Al 


stock, 
forest 
31,409 
1933, § 
Pr 
stock, 
produ 
4,884; 
1932, ° 
Sc 
stock, 
produ: 
170 ar 
79,961 
N 
live $' 
est p! 
18,336 
1933, 
o 
live s 
est p 
L., 22 
154; 1 
Ss 
live | 
fores 
ing 3 
16,16: 
"| 
stock 
5,397 | 
chan 
158,77: 


prev 


Weel 
Weel 
Wee! 


: 


one 
trar 
buil 
sub 
pre: 
obj 
gre: 


cus 
the 
infc 
pov 














Don 


Sts 
ich 


ith 
lat 


yn- 
er, 
he 


or 
al 
3i- 
th 


February 3, 1934 


270 cars above the preceding week, and 379. cars above the 
same week in 1933, but 2,991 cars below the same week in 1932. 
In the western districts alone, loading of live stock for the week 
ended January 20 totaled 14,014 cars, an increase of 206 cars 
above the same week in 1933. 

All districts reported increases for the week of January 20 
compared with the corresponding week in 1933. The Eastern, 
Allegheny and Pocahontas districts reported increases com- 
pared with the corresponding week in 1932, but the other dis- 
tricts reported small reductions. 

Revenue freight loading by districts for the week ended 
January 20 as compared with the corresponding period of 1933 
was reported as follows: 


Eastern district: Grain and grain products, 5,969 and 5,727; livé 
stock, 1,806 and 1,684; coal, 29,008 and 24,246; coke, 3,316 and 2,108; 
forest products, 1,391 and 885; ore, 347 and 288; merchandise, L. C. L., 
49,477 and 42,218; miscellaneous, 43,942 and 37,083; total, 1934, 128,256; 
1933, 114,239; 1932, 126,347. 

Allegheny district: Grain and grain products, 2,825 and 2,561; live 
stock, 1,317 and 1,147; coal, 34,343 and 27,128; coke, 2,920 and 1,693; 
forest products, 840 and 637; ore, 195 and 70; merchandise, L. C. L., 
31,409 and 31,743; miscellaneous, 37,046 and 28,103; total, 1934, 110,895; 
1933, 93,082; 1932, 110,533. 

Pocahontas district: Grain and grain products, 330 and 263; live 
stock, 52 and 59; coal, 28,084 and 26,858; coke, 378 and 249; forest 
products, 504 and 321; ore, 38 and 32; merchandise, L. C. L., 5,046 and 
4,884; miscellaneous, 5,397 and 4,178; total, 1934, 39,829; 1933, 36,844; 
1932, 35,456. 

Southern district: Grain and grain products, 2,784 and 2,535; live 
stock, 868 and 980; coal, 15,448 and 14,068; coke, 490 and 351; forest 
products, 5,952 and 5,219; ore, 533 and 213; merchandise, L. C. L., 28,- 
170 and 28,055; miscellaneous, 33,236 and 28,540; total, 1934, 87,481; 1933, 
79,961; 1982, 87,503. 

Northwestern district: Grain and grain products, 8,060 and 5,777; 
live stock, 4,918 and 5,100; coal, 7,102 and 7,020; coke, 837 and 657; for- 
est products, 5,864 and 4,063; ore, 76 and 58; merchandise, L. C. L., 
18,336 and 18,211; miscellaneous, 19,457 and 15,766; total, 1934, 64,650; 
1933, 56,652; 1932, 65,183. 

Central western district: Grain and grain products, 9,190 and 7,292; 
live stock, 7,694 and 7,021; coal, 9,447 and 9,462; coke, 178 and 172; for- 
est products, 2,592 and 1,872; ore, 1,830 and 1,496; merchandise, L. C. 
L., 22,447 and 22,450; miscellaneous, 29,776 and 24,357; total, 1934, 83,- 
154; 1933, 74,122; 1932, 88,553. 

Southwestern district: Grain and grain products, 3,934 and 3,519; 
live stock, 1,402 and 1,687; coal, 3,448 and 3,857; coke, 223 and 167; 
forest products, 2,504 and 1,842; ore, 183 and 141; merchandise, L. C. 
L., 12,614 and 12,681; miscellaneous, 21,857 and 20,760; total, 1934, 
46,165; 1933, 44,654; 1932, 48,526. 

Total, all roads: Grain and grain products, 33,092 and 27,674; live 
stock, 18,057 and 17,678; coal, 126,880 and 112,639; coke, 8,342 and 
5,397; forest products, 19,647 and 14,839; ore, 3,202 and 2,298: mer- 
chandise, L. C. L., 160,499 and 160,242; miscellaneous, 190,711 and 
158,787; total, 1934, 560,480; 1933, 499,554; 1932, 562,101. 


Loading of revenue freight in 1934 compared with the two 
previous years follows: 


: 1934 1933 1932 
Week ended January 6 ............. 499,939 139,469 571,678 
Week ended January 13 ..........06. 555,627 509,893 572,649 
Week ended January 20 ............ 560,430 499,554 562,101 
Total 1,448,916 1,706,428 
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ROOSEVELT ON REGULATION 


The Trafic World Washington Bureau 


President Roosevelt is of the opinion that there should be 
one federal body with jurisdiction over land, air, and water 
transportation and that probably this body should be created by 
building up the present Interstate Commerce Commission. The 
subject is such a complex one, however, it is understood the 
president feels that necessary legislation to accomplish the 
objective may have to be put off until the 1935 session of Con- 
gress. 

The President’s views became known after he had had a dis- 
cussion on the air mail situation with Senator Black, head of 
the special Senate air and ocean mail committee. Senator Black 
informed the President that he believed the President had 
power, by executive orders, to correct most of the air and ocean 
mail situations deemed to need treatment. 


PAYING OFF RAILROAD DEBT 


In commenting on remarks in the report of Coordinator 
Eastman and the view of President Roosevelt as to paying off 
railroad debts, John E. Benton, general solicitor of the National 
Association of Railroad and Utilities Commissioners, raises the 
question of who is going to meet the cost of paying off railroad 
debts—the rate payers or the stockholders? In a bulletin to 
members, Mr. Benton says: 


0 The necessity for a reduction of the funded debt is indicated. 
n this point the (Eastman) report says: 
it be phe suggestion has even been made in responsible quarters that 
jt required, before dividends are paid, that certain percentages or 
pene of earnings be set aside for debt retirement. Liquid reserves 
are ulated in prosperity for protection of fixed charges in depression 
So favored widely. All such provisions, however, are in one way 
r another an ultimate burden upon earnings, and if enforced they 
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will inevitably require a higher standard of earnings than has been 
thought necessary in the past.’’ 

Turning aside from the report for brief comment, it may be said 
that in the quoted paragraph the coordinator doubtless refers to a 
suggestion which was contained in the last annual report of the 
Interstate Commerce Commission looking towards compulsory debt 
retirement. It has been reported that the President, when’ inquired 
of at a recent press conference, expressed approval of the Commis- 
sion’s suggestion, and said that he had no doubt the Commission would 
take sinking fund requirements into account in making rates. 

The importance of this question will not be overlooked. It may 
be asked who is to meet the cost of paying off railroad debts—the 
rate payers or the stockholders, whose equity will be increased as 
debts are paid off. If the rate payers are to be required to produce 
the fund, in addition to enabling the payment of ordinary dividends, 
the proposition probably will not be very enthusiastically received 
by shippers, but if the stockholders are to pay their own debts, out of 
a fair return yielded by the rate payers, that course will be generally 
approved. Certain it is that the fair-return-on-fair-value rule has not 
heretofore been understood to place upon the rate payers any obliga- 
tion to pay more than a fair return. If this fair return is to be in 
part used for paying off the principal of the funded debt, then seem- 
ingly the stockholders must be content with reduced dividends while 
their equity increases. It is not believed that the coordinator will 
recommende that the standard of earnings should be increased beyond 
a fair level because the carriers have a faulty capital structure which 
it is found necessary to remedy. 


COMMUNICATIONS LEGISLATION 


With transmission to Congress of the report of the inter- 
departmental committee, headed by Secretary Roper, of the 
Department of Commerce, on the subject of communications, by 
President Roosevelt, Chairman Rayburn, of the House commit- 
tee on interstate and foreign commerce, issued a statement that 
the report had been received; that he had for some time been 
engaged in the preparation of a bill on communications that 
would contain many of the features in the recommendations of 
the interdepartmental committee, and that the bill would provide 
for a communications commission with sufficient powers of 
regulation. At the last session of Congress Mr. Rayburn intro- 
duced a communications bill. 

The report of the committee said there stood out in the 
study the following: 





(1) Continuation of private ownership and operation of com- 
munications, 

(2) Government regulation of such ownership and operation by 
one agency, whether an independent commission or a bureau in an 
executive department; 

(3) Some further extension of permission to merge existing com- 
panies under the supervision of a regulatory body; and 

(4) A disagreement as to the extent of the elimination of com- 
petition. 


There are set out in the report arguments for and against 
government ownership of communications companies and the 
conclusion of the committee that the companies and their 
holding companies, at least for the present, should be privately 
owned and operated. 


EASTMAN AND CONSOLIDATIONS 


Answering questions by newspaper men at Philadelphia, 
Pa., January 29, Coordinator Eastman said that, so far as he 
was concerned, the Prince plan for the consolidation of rail- 
roads was dead. If private capital supported the railroads and 
they prospered, public ownership, he added, was not likely. 

The coordinator went to Philadelphia that day to make an 
informal address to the members of the Democratic Women’s 
Luncheon Club and its guests. He reviewed the work he had 
been doing, resulting thus far in a report in which he had made 
no recommendations. 

Mr. Eastman pointed out that, by reason of the labor limi- 
tations in the emergency railroad transportation act, his efforts 
to bring about economies were confined within a narrow scope, 
likening himself in that respect to the young woman whose 
mother gave permission to go swimming coupled with a double 
injunction to hang her clothes on a hickory limb but not to go 
near the water. 

Answering questions about the cooperation of railroads 
with the coordinator, Mr. Eastman said he had no cause for 
complaint. The Philadelphians were interested in the Penn- 
sylvania railroad. While he said he had had some differences 
of opinion with the management of the Pennsylvania, he said 
there had been no cooperation so hearty as that from the 
Pennsylvania. 





I. C. C. HEARINGS BEFORE MASTERS 

A proposal to amend section 13 of the interstate commerce 
act to provide for the holding of Commission hearings in the 
field by masters, instead of by examiners sent out from Washing- 
ton, has been placed before the Senate interstate commerce 
committee by Ernie Adamson, practitioner, who believes that 
the suggested system would be more expeditious and economical 
than the present one. He points out, that courts of law follow 
the practice suggested and that there is no valid reason why 
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the Commission should not do likewise. He says the Commis- 
sion now has a bar of attorneys who are more or less familiar 
with the interstate commerce act and the rules of practice. 
His suggested amendment follows: 


That on and after August i, 1934, all hearings conducted, and all 
testimony taken by the Commission at places more than fifty miles 
from Washington, shall be under the direction and supervision of a 
master, who shall also be a practicing attorney at law, specially desig- 
nated by the Commission to conduct the hearing or take testimony, 
but the master shall not be connected or related in any manner to 
any of the parties, nor be employed by the United States government, 
except specially as master. Such masters shall receive the sum of 
ten dollars per day or fraction thereof while actually engaged in the 
discharge of their duties, and if the hearing be held or testimony be 
taken at a place more than ten miles distant from the office or resi- 
dence of the master, then an additional allowance of five cents per 
mile actually traveled, and three dollars per day shall be made. Pro- 
vided however, that no master shall sit at any place more than five 
hundred miles from his residence or office, nor shall the same person 
serve as master for more than thirty days in the aggregate in any 
twelve month period. The disbursing office of the Commission shall 
pay the masters in the same manner as other current disbursements 
are made, and on and after August 1, 1934, no disbursements shall be 
made for or on account of regular employes of the Commission travel- 
ing to attend hearings or for the purpose of taking testimony at 
places more than fifty miles distant from Washington. 


CANADIAN TRAFFIC LEAGUE 


Transportation developments in 1933 were reviewed at the 
annual meeting of the Canadian Industrial Traffic League at 
the Windsor Hotel, Montreal, January 25. Reports of standing 
committees were largely of an informational nature, though a 
number of recommendations were included and approved. Com- 
petitive relationships between rail and highway services figured 
prominently in these, 

In the report of the express committee there was included 
a recommendation to the express companies that hours in which 
pickup and delivery service was provided be extended beyond 
5:00 P. M. on week days and to include Saturday afternoons, to 
meet the competition of truck services. 

“Express service is not used to the same extent today 
as it was several years ago,” said the report. “The chief appar- 
ent reason is that the difference in time in transit does not 
warrant the spread in the cost of transportation. Your com- 
mittee fully appreciates the difficulties which confront the 
express carriers in meeting present day competitive conditions, 
but it would appear that their endeavors are not bringing the 
desired results. We feel that this matter should be given further 
consideration and referred again to those interested.” 

In the report of the committee on highway transportation, 
commenting was included to the effect that last year saw “the 
first real attempt upon the part of the several provinces of the 
Dominion to bring order out of chaos in the matter of trans- 
portation of merchandise by motor vehicle.” Legislative activi- 
ties in that connection were reviewed and views of the League 
previously expressed were reiterated, but there were no new 
recommendations. 

Further reference to highway transportation was contained 
in the report of the container standards committee, which had 
the following to say: 

The progress of unregulated transportation through severe com- 
petition is having a far reaching effect on the standards of contain- 
ers; the result being that over large areas the rail lines have found 
it necessary to accept freight under like conditions as accepted by 
their. competitors. This condition should bring about in a _ short 
time a revision of classification specifications which has been long 
~~ of the Consolidated Classification reveals that 
some 200 items which formerly had rigid packing specifications are 
now accepted in whatsoever package the shipper desires to use. This 
condition places the traffic manager on his toes for not only have 
delivery costs to be reduced but also controversial factors arise in 
respect to the collection of damage claims where the carriers decline 
liability on the grounds of insufficient packing. 

The legal situation with respect to international rates was 
outlined in a report of a special committee on control of inter- 
national rates and the statement was made that complications 
such as had developed in connection with rail rates might soon 
be expected with respect to truck rates. 

“Traffic is moving on through international rates between 
these two countries by means of the motor truck,” says the 
report. “This is especially true concerning traffic moving be- 
tween Ontario, on the one hand, and Michigan, New York and 
Ohio, on the other. It may not be long before similar complica- 
tions may be encountered about these motor truck rates as 
there has been about railway rates. Do we wish a control 
tribunal for the latest kind of traffic? If so, where is control 
to cease?” The report did not include an answer for the ques- 
tions it propounded, but rather suggested that further develop- 
ments be awaited before an attempt to find an answer be made. 

The report of the legislative committee was largely in the 
nature of a review, but included a recommendation that a 
special committee be appointed to study and report to the 
incoming executive committee as to the expediency of action 
directed to bringing into force at an early date legislation 
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enacted at the last session of Parliament amending the Canad, 
shipping act with respect to handling of goods in the Canadian 
coastal trade, providing that transportation by water, or by 
land and water, either directly or via a foreign port, must be in 
British ships. The amendment to the shipping act, it Was 
pointed out, is to become operative by proclamation. 

In its report, the bill of lading committee proposed that 
the executive committee of the League should give considera. 
tion to the circularization of the members of the organization 
as to their individual opinions on the existing terms of settle. 
ment for loss and damage contained in the bill of lading, Calling 
attention to a difference in that respect between the Canadian 
bill of lading and the uniform bill of lading used in the United 
States. The Canadian bill of lading provides for settlement on 
the basis of the value of the goods at point of shipment, While 
in the United States the uniform bill of lading provides that 
carriers are liable as at common law, said the report. The 
difference between the two documents had been before the 
League before, it was recalled, and the statement was made 
that “conditions have changed and it is, therefore, the opinion 
of your committee that this matter should be given further 
consideration, especially as the open condition in the United 
States is apparently not achieving the desired results.” 

The weighing committee called attention to the proposal to 
amend the consolidated freight classification of the railroads jp 
the United States to provide for free dunnage up to five hundred 
pounds in closed cars, similar to the free allowance in force 
when open top equipment is used. Should that proposal be 
accepted by the United States railroads, it said, similar action 
by Canadian shippers might be in order. 

The car demurrage and storage committee recommended 
that a proposal that had been before it, as to whether an addi- 
tional twenty-four hours’ free time be allowed shippers on cars 
shipped “to order-notify,’” be dropped. 

The membership committee reported that total membership 
in the League had decreased by twelve in the year just closed 
and recommended that “every effort” be put forth in the coming 
year to offset the decrease and obtain additional members. The 
number of members was given as 182. 

At the afternoon session, the meeting was addressed by Ed. 
Dahill, chief engineer, Freight Container Bureau, American Rail- 
way Association, who briefly described the work undertaken by 
his department, and invited the members to view the exhibit 
which had been brought to Montreal and set up in the Exchange 
Hall of the Montreal Board of Trade, illustrating approved 
methods of packing, bracing, and loading of different commodi- 
ties. The meeting subsequently endorsed a recommendation 
to the incoming executive committee suggesting the appoint- 
ment of a claim prevention committee by the League, to co- 
operate with a similar committee representing the transportation 
interests in the work of claims prevention. 

Officers elected and the names of those constituting the 
executive council are as follows: Honorary president, J. E. 


Walsh, Canadian Manufacturers’ Association, Toronto; presi- 
dent, B. J. Murphy, Link-Belt., Ltd., Toronto; vice-president, 
A. S. Kirk, Guy Tombs, Limited, Montreal; treasurer, H. W. 


Blahout, Dunlop Tire and Rubber Goods Company, Ltd., Tor- 
onto; auditors, F. H. Gore, Seiberling Rubber Company of 
Canada, Ltd., Toronto, and J. H. Hiscox, The T. Eaton Com- 
pany, Ltd., Toronto; executive council, George Wilson, Dominion 
Rubber Company, Ltd., Montreal; H. P. Schremp, Aluminum 
Company of Canada, Ltd., Montreal; Jas. Mayor, General Steel 
Wares, Ltd., Toronto; C. F. Pryce, Shell Company of Canada, 
Ltd., Toronto; J. S. Kriwinsky, International Harvester Com- 
pany of Canada, Ltd., Hamilton; A. W. Tassie, Lysaght Domin- 
ion Sheet Metal Corporation, Ltd., Hamilton; J. T. McKenzie, 
Fraser Companies, Ltd., Montreal; J. A. Bell, The British Amer- 
ican Oil Company, Ltd., Montreal; S. W. Mayhew, The William 
Neilson, Limited, Toronto; A. J. George, Canadian Westinghouse 
Company, Ltd., Hamilton; John K. Smith, Montreal Board of 
Trade, Montreal. 

The annual dinner was held in the main dining room of 
the Windsor Hotel, the guest speaker being Archdeacon A. P. 
Gower-Rees, rector of St. George’s Church, Montreal. 


MERCHANDISE WAREHOUSING CODE 


Administrator Hugh S. Johnson, of the National Recovery 
Administration, has approved the code -f fair competition for 
the merchandise warehousing trade, effective February 10. The 
merchandise warehousing trade, consisting of 1,420 units, em 
ploys approximately 30,000 persons. General Johnson estimates 
that there will be a.14 per cent increase in employment due to 
the code with a 7 per cent increase in the weekly payroll. A 
basic maximum work-week of 45 hours is provided in the code, 
which calls for minimum hourly wage rates ranging from 27.9 
to 40 cents, the differentials based upon population and region. 
The minimum weekly wage rates proposed for clerical employes 
range from $13 to $15. 
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Motor Vehicle Transportation 





MOTOR CARRIER REGULATION 


The Traffic World Washington Bureau 


66 E would like to make it plain that we are not here to 

 ceemen proper regulation of our industry by Congress,” 
said A. M. Hill, president of the National Association of Motor 
Bus Operators, in appearing before the House committee on 
interstate and foreign commerce at the hearing on H. R. 6836, 
the Rayburn motor carrier regulation bill. 

“The National Association of Motor Bus Operators since 
1925 has either alone or in company with other interested 
parties appeared before this committee or the Senate committee 
on interstate commerce at nearly every Congress and consist- 
ently advocated the passage of a bill for the regulation of motor 
busses in interstate commerce.” 

As to statements to the effect that the bus association had 
collaborated in the preparation of the bill, Mr. Hill said that 
this was not exactly so. He told of being invited to a confer- 
ence participated in by representatives of the state commis- 
sioners, the railroads and the American Highway Freight Asso- 
ciation on a bill providing for regulation of busses and trucks. 
After reading the bill, he said, the bus association representa- 
tives told the authors of the measure that the motor bus opera- 
tors were not in sympathy with legislation which would regulate 
in one bill both busses and trucks engaged in interstate com- 
merce, 

“It was the viewpoint of the motor bus operators that the 
regulatory problems of that industry should not be confused 
by the intricate features of regulation proposed to bring all 
forms of truck operation under control,’ said he, adding that 
further the position of the bus industry, however, was that if 
there was to be a determined effort to have the bill enacted 
into law, the bus operators wished to submit amendments which 
would make the regulation more adequate and more practicable 
for the motor bus industry. He said more than two dozen 
amendments were suggested to the bill and accepted by the 
bill’s sponsors. 

Mr. Hill discussed the situation with respect to the code of 
fair competition for the motor bus industry under the national 
industrial recovery act, which became effective October 31, 
1933, and outlined the regulatory provisions of the code. 


“We do not appear before this committee,’ continued Mr. 
Hill, “to question its right to regulate the motor bus industry 
nor do we advocate self-regulation by the industry rather than 
regulation by a specific law enacted by Congress.” 

If, in its wisdom, said Mr. Hill, Congress decided that cer- 
tain industries should be lifted out of the NIRA and regulated 
under separate laws, “we are not here to protest that exercise 
of judgment.” 

“However, we cannot help wonder what the effect of regu- 
lation of the motor bus industry by the Interstate Commerce 
Commission will be in view of the demonstration we have had 
in the past few months of the leniency of the Commission in 
regulating rail passenger carriers.” 

The reference was to the Commission not interfering with 
Passenger fare reductions made by the railroads, and giving 
the rail carriers special permission to make reductions. 

“In view of this experience,” he concluded, “we naturally 
wonder whether the Commission, if it is given complete rate- 
making power over motor carriers, would keep a strict curb on 
motor carrier rates and let the railroads, which are subject to 
tate-making control by the Commission, put in any rate they 
Dlease on the theory that any procedure by the railroads would 
be justified if the purpose was to meet competition.” 

_Chairman Rayburn remarked that the people who rode the 
trains did not object to the rate reductions. 

: In a discussion of the reduction of passenger fares by the 
railroads resulting from questions as to their effect, Mr. Hill said 
there had been an increase in both rail and bus passenger 
traffic. He said the upward trend had set in last year. He 
Said bus lines had met the rates of the railroads in some in- 
Stances and that in other instances the bus rates were higher 
than the rail rates. 

In answer to questions by Representative Marland, Mr. 
Hill said he could not subscribe to the idea that, for advertis- 
ing purposes, railroads could afford to make less than com- 
Pensatory rates for passenger service. He thought that that 
Would be expensive advertising. 

Ivan Bowen, counsel for the Greyhound Lines, appearing 





as counsel for the bus association, expressed the view that 
regulation of busses should be provided for in legislation sep- 
arate from truck legislation. In the bus field, he said, there 
was chiefly one type of carrier—the common carrier—while 
there were various types in the truck field and there were many 
complicated phases in the latter field not present in the bus 
field. He suggested amendments to the bill, objecting to the 
provisions in the bill for administration by joint state boards. 
He believed state authority should be used in administering 
the legislation but that the commission of each state rather 
than joint boards as provided in the bill should be used. The 
provisions in the bus code relating to issuance of certificates 
of convenience and necessity, he believed, could be substituted 
in some form with advantage for the joint board provisions 
in the bill. He also said the code provisions as to bonds of 
insurance would be preferable to the provisions in the bill cov- 
ering that subject. He criticized the rate regulatory provisions 
of the bill as not meaning anything. He said the rate provisions 
in H.R.10288, which was passed by the House, handled that 


phase of the problem much better than the pending bill. 

Frank H. Rawlings, of Ft. Worth, Tex., appeared in support 
of the bill generally on behalf of certificated common carriers 
of Texas. He believed certain amendments should be made in 
the bill. He emphasized the necessity for uniformity in regu- 
lation to the end that commerce might move freely by highway. 
Section 19 of the bill, he said, was objectionable because of the 
following provision therein: 


The laws enacted in any state and regulations thereunder that re- 
late to the maintenance, protection, safety, or use of highways 
therein, which do not discriminate against motor vehicles used in 
interstate commerce, shall not be deemed to be a burden or an ob- 
struction or impediment to interstate commerce, and the power to 
enact such laws and promulgate such regulations thereunder is hereby 
expressing recognized and confirmed to the respective states. 


Mr. Rawlings, in criticism of that language, said Congress 
could not tell in advance what might or might not be an undue 
burden on interstate commerce as the result of state action. 
He also criticized another provision in the same section pur- 
porting to make intrastate all traffic carried between two points 
in a state, pointing out that a shipment might originate in 
New York, be transported to Houston, Tex., by water and car- 
ried from Houston by truck to an interior point in Texas. He 
said such a movement would be interstate, notwithstanding the 
declaration such as that in the Dill. 

Another point made by Mr. Rawlings was that Congress 
should specifically exempt from operation of codes carriers cov- 
ered by the bill. 

E. W. Wakelee, vice-president of the Public Service Co- 
ordinated Transport of New Jersey, and a director of the 
National Association of Motor Bus Operators, appeared in sup- 
port of the bus provisions of the bill, though he expressed the 
hope Congress might deal with the busses separately. 

W. L. White, president, and C. A. Miller, general counsel 
of the American Short Line Railroad Association, appeared in 
support of the bill, the former making a general statement of 
the need for regulation of motor transportation, and the latter 
speaking in support of several amendments. 

“The short line railroads,” said Mr. White, “have suffered 
proportionately more from unregulated motor vehicle competi- 
tion than have the trunk lines, by reason of the fact that the 
short lines are not able to recoup their losses on long haul 
traffic, and the short haul traffic is more susceptible to truck 
competition than the long haul traffic. 

“The unregulated motor vehicle operator is a recognized 
detriment not only to the motor vehicle transportation indus- 
try but also to the railroad transportation industry.” 


Mr. White said the motor truck and bus had a legitimate 
and indispensable place in the field of transportation but that 
federal regulation was necessary in the public interest. He 
urged regulation of both common carriers and contract carriers. 

Mr. Miller offered an amendment that would place.motor 
vehicles over which the Secretary of the Interior had jurisdic- 
tion while they were within the national parks, under the same 
regulation as other vehicles when they were outside the con- 
fines of the parks. He offered an amendment to subsection (d) 
of section 12 of the bill, the effect of which would be to au- 
thorize the Commission to take into consideration in regulating 
rates of motor carriers “the cost of such transportation from 
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whatever source the cost comes.” Explaining that amendment, 


he said: 


The reason for the amendment is that the motor vehicle car- 
riers are, to a very great extent, being furnished with their highway 
of transportation, while the railroads are under the necessity of ob- 
taining and maintaining their own commercial highways. In consid- 
ering the reasonableness of rates so far as railroads are concerned, 
the total cost of the service is a factor necessary to be considered. 
Any fair regulation of the motor vehicle industry would, therefore, 
call for a consideration of equivalent factors by the Interstate Com- 
merce Commission when it is passing upon the reasonableness of 
rates. 

National Grange 


The National Grange, speaking through Fred Brenckman, 
Washington representative, opposed the Rayburn bill at the 
hearing January 30. The Grange, said he, favored state reg- 
ulation of trucks with respect to safety and responsibility. In 
part, he said: 


Under no circumstances do we believe that Congress should ap- 
prove any regulation of motor carriers, the purpose of which is to 
increase the cost of or restrict the use of motor transportation in 
order to protect any other form of transportation. If any change is 
necessary in existing law in order to bring about equal competitive 
opportunities, we favor the elimination of some of the restrictions on 
the railroads which were necessary when they had a monopoly of 
land transportation. 

Highway transportation, except privately owned and operated 
trucks, would be put into a strait-jacket if this bill should be en- 
acted into law. Dictatorial powers would be placed in the hands of 
the Interstate Commerce Commission as to who would be allowed to 
operate, the rates to be charged, and various other matters. 

It is our belief that the entire matter of truck regulation should 
be left in the hands of the states. Practically all of the ills which 
have been complained of in connection with motor transportation may 
be adequately taken care of by the states through their police powers. 

As we have indicated, we are of the opinion that every form of 
transportation should stand upon its own bottom, that it should rise 
or fall according to the demand for and conveniences of that particu- 
lar type of transportation offered. We do not feel that it is proper for 
Congress to legislate away the advantages to farmers of truck trans- 
portation. 

We are firmly persuaded that there are plenty of men who are 
perfectly competent to operate a motor truck who would be utterly 
incapable of keeping the accounts and making the reports that would 
be required of them by the Interstate Commerce Commission if this 
bill should be enacted. We do not feel the need for this uncalled for 
legislation and for that reason we are opposed to its passage. 


New York Shippers Object 


W. H. Brusche, acting manager of the traffic bureau of the 
Merchants’ Association of New York, appeared for that organ- 
ization and also the Shippers’ Conference of Greater New York. 

“The members of these organizations are representative of 
industry which pays the freight bill and which, in the final 
analysis, is most directly affected by the provisions of H. R. 
6836,” said he. 

Mr. Brusche said the term “foreign commerce” as written 
in the bill would cover the local trucking of import or export 
freight by public truckmen between steamship dock and the 
‘store of the shipper. He said the local city drayman handling 
shipments between the piers of steamers either in New York 
or in Jersey City, N. J., and a shipper’s place of business in 
New York City would be compelled to file their charges for 
local draying with the Commission and that this would be true 
at every seaport in the United States. Further, he said, the 
term “interstate commerce” in the bill was broad enough to 
cover the public truckmen’s operations within local metro- 
politan areas. To illustrate, he continued, it would cover local 
domestic trucking between New York City and Jersey City; 
Philadelphia, Pa., and Camden, N. J., where nothing but city 
streets would be involved. 

“Do you really want to include such local operations?” he 
asked. “We were told by the Merchant Truckmen’s Bureau 
only yesterday that there are some 3,800 public truckmen doing 
a local business in New York City alone and this bill provides 
that they must publish rates, keep separate accounts, records, 
etc., if they handle any local import or export shipments or 
perform local service within the city or between Jersey City 
and New York. The local truckmen use horse-drawn vehicles 
as well as motor trucks. The operators of the horse-drawn 
vehicles are exempt from the provisions of the bill and they 
would receive preferential treatment. When Senator Couzens’ 
committee was holding hearings on S. 2793, this association 
called attention to the fact that local trucking operations were 
subjected to its provisions. Senator Couzens then assured us 
that that was not the intention. 

“Some of the largest and most responsible local common 
motor carriers are best equipped to handle certain types of 
contract work. Yef this bill precludes them from performing 
both services. Under this bill the trucker is classified as a 
common or contract carrier and he cannot engage in both 
operations. I am informed the Railway Express Agency op- 
erates both kinds of services. What valid objection can be 
raised to this?” 

Mr. Brusche said that as the bill read it would be possible 
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for the Commission to use the rail rate as a yardstick for meas. 
uring the truck carrier’s rate, which it had so frequently done 
in fixing water rates. In determining motor truck rates the 
costs or charges of other forms of transportation should not 
be taken into account, but such rates should be based on mo. 
tor costs only, according to Mr. Brusche. He said it was not 
reasonable to require a motor carrier to maintain rail rates, 
or a basis of charges related thereto, because of the different 
factors of cost. Continuing, he said: 


Some may tell you that the truck carriers are guilty of charging 
the shippers discriminatory rates. Due to conditions at the shipper’s 
or consignee’s places of business, trucks may be delayed in given in- 
stances and sometimes unduly so. One shipper may have an up-to- 
date plant with spacious loading platforms to permit prompt loading 
and unloading of outbound and inbound shipments. Should he be 
penalized by being made to pay the same truck rate as the merchant 
not having these facilities? You will appreciate this situation by com- 
paring conditions at the modern plant with those surrounding the 
handling of shipments in and out of the loft buildings of the congested 
midtown Manhattan district. Here further difficulty is met complying 
with police limitations on the parking of trucks. Then again, labor 
to help load or unload shipments may be supplied to the truckman in 
other cases. It is well established that the delay of trucking equip- 
ment at terminal points is an important factor in determining a truck 
carriers’ rates. Examiner Flynn of the Interstate Commerce Commis- 
sion admitted to Senator Couzens that the record in Docket 23400 did 
not support the charge of discriminatory truck rates. What is more, 
the Commission made the following comment on April 6, 1932, when 
handing down its decision in that case: 

“So far as this record shows, the demand for federal regulation 
of the transportation of property by motor truck comes mainly from 
the railroads. There is little present demand for such regulation by 
shippers.’”’ 

The bill also provides that any ‘‘common carrier’’ or its patrons 
may complain to the Commission with respect to the charge of a con- 
tract carrier, or any rule or practice affecting such charge. This means 
that a rail carrier or a strictly railroad shipper can attack motor 
truck charges simply because they are less than rail charges, There is 
no such protection offered motor or water carriers in the interstate 
commerce act. Of course this could be corrected by substituting the 
words ‘‘common motor carrier’ for the term “common carrier.” 

The enactment of this legislation will unduly increase the truck 
carriers’ cost of doing business. It provides that this class of car- 
rier must meet the Interstate Commerce Commission’s complex re- 
quirements with respect to systems of accounts; maintaining and pre- 
serving reports on various phases of their operations; publishing and 
filing tariffs or rates and complying with any other rules the Com- 
mission may prescribe from time to time. Of necessity the truck op- 
erators will be compelled to engage technically trained men and ad- 
ditional clerical force to help them meet the imposed regulations. The 
added expense incurred by the truck carriers, through the enforce- 
ment of these requirements, will be passed on to industry. 

The Federal Coordinator of Transportation is conducting a thor- 
ough study of all forms of transportation and he is charged with the 
duty of recommending to the President and Congress any legislative 
measures which he may deem necessary in the public interest. In 
order to develop the facts, with regard to truck transportation, the 
coordinator has sent questionnaires to thousands of shippers and 
truck operators. 

We understand Commissioner Frank McManamy has testified 
before your committee that the Interstate Commerce Commission was 
in favor of the general provisions of this bill. However, it is worthy 
to note that that body when rendering its annual report to Congress, 
dated December 1, 1933, stated that it had specifically refrained from 
suggesting further transportation legislation pending the Coordinator's 
report. The Commission, as late as January 20, 1934, when addressing 
the President and Congress, advised that it was the coordinator’s in- 
tention to submit, as speedily as possible, additional reports with spe- 
cific recommendations calling for further legislation and one of these 
reports will deal with the question: 

‘Is there need for federal legislation to regulate other transporta- 
tion_agencies and to coordinate properly all means of transport?” | 

Why not wait until the data assembled by the coordinator is 
available and then proceed upon a well charted course, instead of 
putting the truck in shackles before we know just what offense it has 
committed? 


Fruit and Produce Industry 


G. E. Prater, of Grand Rapids, Mich., speaking for the 
fruit and produce industry of Michigan, urged the committee 
to consider the private truck in connection with regulatory 
legislation. 

“While there are many features connected with transporta- 
tion which I might discuss at this time,” said he, “I am going 
to confine my remarks to one particular point, that is, the 
logic and necessity of an equal tax and an equal regulation apply- 
ing to all motor vehicles or other means of transportation Op- 
erated for profit whether the vehicle be the property of the 
person owning the goods wherein the profit is derived from its 
transportation or whether the transportation is arranged on 4 
schedule of charges which must ultimately be anticipated in 
the delivered cost.” 

Mr. Prater submitted statistics with respect to carlot ship- 
ments of fruits and vegetables in Michigan revealing that in the 
years 1929, 1930, 1931, 1932 the average of total shipments 4 
year for the four years was 14,254 carloads and 95,887 truck- 
loads, of which 26,531 were shipped by carriers for hire while 
69,356 truckloads were transported by the owner of the truck for 
commercial purposes and in which he derived a profit in the 
transportation. He said that, basing an average of five truck- 
loads to the carload, this would make a total moved by truck of 
19,177 cars, of which 5,306 or 27.7 per cent were transported for 
hire while 13,871, or 72.3 per cent were transported by the owner 
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of the goods. The witness emphasized the demoralization of market 
conditions resulting from the operations of the private trucker. 
He insisted that regulation of a privately owned and privately 
operated truck for profit was essential and that its unlimited 
and unregulated use under present conditions was seriously 
detrimental to Michigan’s fruit and produce industry. 

Asked as to how the rates of private operators could be 
regulated, the witness said he had doubt as to regulation of rates 
put that equality in transportation costs should be brought about 
by a sufficient highway tax and regulation of the hours of drivers 
of privately owned trucks. Unless something were done along 
the lines suggested he predicted that all business would be 
driven to the private operators. 


Traffic League Again 


Cc. E. Childe completed his statement in opposition to the 
pill on behalf of the National Industrial Traffic League. He 
discussed the difficulties of federal regulation of trucks as pro- 
posed as seen by those for whom he spoke. The expense of 
regulation, he said, would be a real burden to the small operator 
and would be reflected in charges for service. He also asked 
who would undertake to police the administration of the law 
and predicted that if such regulation as proposed by the bill were 
undertaken it would require a small army of government in- 
spectors and employes. He said the League believed that the 
best regulation lay in competition. Shippers, he said, had not 
submitted complaints as to discrimination or as to excessive 
charges. He discussed in some detail rate adjustments with 
respect to short haul carload rail movements and the cost of 
such Movements as compared with carload truck movements. 
His point was that the cost of the short haul carload rail move- 
ment was lower than that by truck, while the reverse was true 
with respect to L. C. L. traffic, and that the short haul carload 
movements should therefore go to the railroads but that this 
was prevented now by rates which the railroads were required 
to charge, largely as a result of commission regulation. Mr. 
Childe told the committee that Coordinator Eastman had made a 
study comparing costs by truck and rail which he understood, 
though it had not been made public, the committee could obtain 
if it called for it. 


“Public Demand,” Etc. 


Previous testimony to the effect that there was no public 
demand for regulation of motor carriers and that the volume of 
motor traffic, compared with the total volume of rail traffic, 
Was so small as to eliminate any necessity for regulation on 
that score was referred to by R. V. Fletcher, general counsel 
of the Association of Railway Executives, in appearing in sup- 
port of the Rayburn bill January 31. 

Explaining that the pending bill was not the railroads’ 
bill but that they were supporting it, Mr. Fletcher submitted 
for the consideration of the committee various statements and 
documents reflecting views on the subject of motor carrier 
regulation to the end that the committee might obtain a better 
idea than it might from testimony given as to the state of 
public sentiment on the subject of regulation. One statement 
submitted was based on the position of the railroads, of the 
Chamber of Commerce of the United States, of the National 
Transportation Committee and of President Roosevelt—all in 
favor of regulation. He also submitted for the committee’s 
conisderation the findings of the joint conference of highway 
users and railroad executives. Another statement contained ex- 
cerpts from reports of the Commission dealing with the sub- 
ject of motor transportation. 


When the whole field was examined, said Mr. Fletcher, it 
revealed there was demand from the shipping public and the 
industry itself for regulation. 


In discussing the volume of traffic moving by truck, Mr. 
Fletcher pointed out it was difficult to ascertain just how much 
it Was but that there were indications that a very considerable 
amount of traffic moved by truck. He said that, several years 
ag0, the Commission had estimated that probably 6 per cent 
of the traffic was moving by truck. Recent developments, he 
said, indicated that a much larger volume of traffic than that 
was moving by truck. The Commission’s report in No. 26000, 
the general rate proceeding, revealed a substantial increase in 
such traffic, he said, and submitted for the committee’s con- 
sideration what the Commission said as to that on pages 46 
a 47 of the report. He said the committee would find from 

€ Commission’s statement that the movement of traffic by 
truck was increasing by “leaps and bounds.” 
R Referring to increase in rail rates on coal in his state, 
— Huddleston, of Alabama, contended that coal 
ye . was forced to the trucks because of the rail rates and 
od ought the railroads should meet that situation instead of 
"sing regulation of trucks. 
Our position is,” replied Mr. Fletcher, who explained he 
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was not prepared to enter into a discussion as to the coal rates 
in question, “that if you are going to regulate the railroads, 
you should regulate their competitors.” 

If the competitors were not to be regulated, he said, then 
regulation should be removed from the railroads, though if 
the latter was to be done he did not think a particularly de- 
sirable situation would result. All forms of transportation, he 
said, should be subjected to reasonably sensible regulation. 

Mr. Huddleston said if the present regulation was ham- 
stringing the railroads, he would cooperate in an effort to get 
it off. 

Mr. Fletcher also called the attention of the committee to 
Coordinator Eastman’s address before the annual convention 
of the Associated Traffic Clubs of America at Baltimore, Octo- 
ber 24, 1933 (see Traffic World, Oct. 28, p. 742), wherein the 
coordinator discussed movement of traffic by truck and said that 
estimates of his staff showed that trucks carried 54 per cent 
of the package freight in 1932, based on a ton basis but not 
ton mileage. 

It had been said, continued Mr. Fletcher, that only a small 
part of truck traffic was interstate, but he pointed out that 
the state commissioners had stated that there could be no 
effective regulation of state traffic without regulation of inter- 
state traffic. Discussing the statements that legislation pro- 
viding for regulation until experience had been obtained under 
code regulation and other statements that the regulation pro- 
posed in the Rayburn bill for trucks was too complicated and 
that truckers would find it difficult if not impossible to meet 
requirements thereunder, Mr. Fletcher read from the proposed 
code for the truck industry in support of assertions that there 
was nothing simple about the system of code regulation pro- 
posed and that truckers would have to make reports to the 
code authorities. In Mr. Fletcher’s opinion it would be impos- 
sible to effect coordination of the different transport agencies 
under codes. He contended that a central body would have 
regulatory control over the various agencies. Then, he said, 
that agency could determine the issues, when they arose, as 
to rates by motor and rates by rail. A central regulatory 
authority, he said, could bring order out of the chaos that 
the motor operators had charged existed due to reductions in 
rail rates. 

Amendments Proposed 


Several amendments were proposed by Mr. Fletcher on 
behalf of the Railway Express Agency. One of these would 
exclude local and terminal service from the bill by providing 
that its provisions shall not apply to local or terminal trans- 
portation by motor vehicle between contiguous cities or munici- 
palities separated by a state line. Another amendment pro- 
posed in the interest of the Railway Express Agency would 
permit a motor carrier, if specifically authorized by the Com- 
mission, to operate both as a common carrier and a contract 
carrier over the same route. Mr. Fletcher also urged clarifi- 
cation of provisions in the bill as to interstate and intrastate 
operations and traffic. Some of these provisions, it was con- 
tended, would deprive the Commission of authority it should 
have with respect to intrastate traffic. In a discussion of state 
and federal commission powers, Mr. Fletcher said the Com- 
mission should have power to deal with low state motor rates 
if they discriminated against interstate rail rates. As to pro- 
visions in section 14 (b) of the bill relating to charges, etc., 
as among common and contract carriers, Mr. Fletcher said 
the language should be revised to make it clear it applied to 
carriers by motor vehicle instead of “any common carrier.” 

Russell Swiler, manager of the Northern Ohio Food Ter- 
minal, Cleveland, O., appearing in support of regulation, said 
the Rayburn bill did not go far enough to meet the problem 
faced by food handlers on account of unregulated truck oper- 
ations. 

“Of course,” he said, “trucking is entirely necessary to mod- 
ern food distribution, but the present system of permitting con- 
tract trucking to run rampant without any semblance of regu- 
lation has forced the legitimate and established merchants into 
merchandising policies which are almost impossible to operate 
business successfully or with any control.” 

Irregularity of receipts, due to unregulated truck operations, 
said he, had eliminated the old law of supply and demand. Due 
to trucking operations, some over distances as long as a thou- 
sand miles, carload poultry shipments by railroad do not come 
into Cleveland, according to the witness. Dealers are seeking 
reduced rates from the Railway Express Agency to bring in 
shipments by train from country producers who have com- 
plained of unfair treatment at the hands of truckers, according 
to the witness. 

K. L. Roberts, managing director of the Ohio Coal Confer- 
ence, representing retail coal dealers, urged regulation to pro- 
tect the retail coal dealers from unfair practices flowing from 
unregulated trucking operations. He said any truck operated 
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for commercial gain, whether by the owner of the truck hauling 
his own goods ‘or otherwise, should be subjected to some kind 
of control. 

George L. Phillips, representing the National Advisory Coun- 
cil of Railroad Employes and Taxpayers’ Association, appeared 
in support of the bill. He said the committee served as a 
point of contact for 32 state associations of railroad employes 
and other taxpayers. The adverse effect of unregulated motor 
transportation on railroad employes was one of the points dis- 
cussed by the witness. 

Chairman Rayburn put in the record letters supporting reg- 
ulation from the Colorado Grain Dealers’ Association, the Veg- 
etable Producers’ Cooperative Association of Colorado, and A. W. 
Riter, president, Dixie Motor Coach Corporation, as to busses, 
and Moss Patterson, president of the Association of Motor Car- 
riers of Oklahoma, as to busses and trucks. He also put in a 
letter from the American Farm Bureau Federation opposing the 


bill. 
Commission Approves Bill 


Chairman Rayburn announced at the hearing February 1 
that he had received a report on H. R. 6836 from Commissioner 
McManamy, chairman of the Commission’s legislative committee, 
stating that, with certain changes recommended, the Commis- 
sion approved the bill. Mr. McManamy said he had been author- 
ized to submit the following report: 


The provisions of the bill seem to be well designed to accomplish 
the proposed regulation. Many of them are grounded on experience in 
the regulation of railroads, as, for example, the provisions for filing 
rates and charges and for strict adherence thereto and the provisions 
authorizing investigation and suspension of proposed changes in the 
rates and charges as filed. Without requirements for filing rates and 
adherence thereto and of jurisdiction over proposed changes, rate regu- 
lation would be ineffective. Similarly, in respect of the issuance of 
certificates of public convenience and necessity, the requirement that 
such certificates be obtained is fundamental to motor carrier regula- 
tion. Likewise other provisions of the bill seem necessary to effective 
regulation. 

While we regard H. R. 6836 as generally free from the criticisms 
made of previous bills, there are certain features which we feel should 
be brought to your attention, and a few changes would, in our opinion, 
improve it. 

The definition of ‘interstate or foreign commerce’”’ in paragraph 
(7) of section 1 (a) on page 2 would exclude commerce between 
points in the same state but passing through another state, which is, 
in fact, interstate commerce and subject to the interstate commerce 
act when it moves by rail. Section 19 (b) on page 40-1 provides that 
such transportation by motor vehicle shall be regarded as intrastate 
transportation within the state in which the termini are located, but 
it does not appear that such state could exercise any jurisdiction be- 
yond its own borders, Even if it could, most of the transportation 
might be over the highways of an intermediate state, and yet the lat- 
ter would have no voice in whether motor carriers of passengers or 
property should be authorized to operate over its highways. For ex- 
ample, the direct routes from New York City to many points in the 
state of New York are through New Jersey and Pennsylvania, and 
those states might have as much or more interest than New York in 
whether a motor bus or truck service should be established over their 
highways. There are numerous situations of this kind throughout the 
country. We suggest that paragraph (7) of section 1 (a) be changed 
by substituting a comma for the period at the end thereof and adding 
the following: ‘‘or between points within the same state but through 
any place outside thereof.’’ If this change is made, paragraph (b) 
of Section 19 should be eliminated, and paragraph (15) of section 1 (a), 
should be revised to read as follows: ‘‘The term ‘interstate operation’ 
or ‘interstate commerce’ shall include all movements on the .public 
highways of more than one state.’’ 

The definition of ‘foreign operation’”’ in paragraph (16) of section 
1 (a) on page 4 is confined to operations across the international 
boundary lines. This would exclude transportation to or from a port 
for export or import. Such traffic by rail is subject to the interstate 
commerce act, and we think the traffic by motor carriers should also 
be subject to our jurisdiction. Otherwise, discriminations might arise 
because of the rates on export and import commerce being subject 
to regulation by different authorities. For example, the rates between 
interior points in New Jersey and the New Jersey side of the port of 
New York would be regulated exclusively by the state authorities, 
while the corresponding rates between the same interior points and 
the New York side of the port would be subject to our jurisdiction. 
Similar situations would exist with respect to the relationship between 
the rates to any port from points in the same and other states, re- 
spectively. We suggest that paragraph (16) of section 1 (a) be re- 
vised to read as follows: 

The term ‘‘foreign operation” or ‘foreign commerce” shall include 
movements to, from, or through a foreign country and to or from a 
port for export or import. 

In paragraph (4) of section 2 (a) at the bottom of page 5, we sug- 
gest that the words in lines 24, 25: “‘To inquire into the management 
of the business of motor carriers;’’ be changed to read as follows: ‘‘To 
inquire into the organization of motor carriers and the management of 
their business;” 

In section 3 (a) at the bottom of page 7 and top of page 8, juris- 
diction is conferred on a member of the Commission or an examiner 
with respect to matters referred to them, except the power to make 
the final order. Any recommended order, however, becomes the order 
of the Commission if not excepted to within 20 days, and becomes ef- 
fective unless stayed by the Commission; and in such case it would 
seem that it is the recommended order which is made the final order, 
although denominated an order of the Commission. This ambiguity 
might be the source of litigation, because the question whether an 
order is, or is not, a final order is legally important. ‘Final orders’’ 
are made subject to right of relief in court; also disobedience thereof 
renders a party subject to heavy penalties. Accordingly, we suggest 
that the words in line 2 on page 8 reading ‘‘except the power to make 
the final order thereon” be changed to read as follows: “except that 
the order recommended by such member or examiner shall be sub- 
ject to the following provisions of this paragraph.’’ 

The 20 days allowed in section 3 (a) for filing exceptions to a 
recommended order may not be sufficient in all cases. We suggest 
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that there be inserted after the word ‘‘persons,’’ in line 9 on page ¢ 
the following: ‘‘or such further period as the Commission may author. 
ize,’’. 

In section 3 (a) on page 8 it is not entirely clear whether the 
Commission could review a proposed order on the same record. It jg 
suggested that the following sentence be added at the end of line 9 
on page 8: ‘“‘The Commission after review upon the same record or ag 
supplemented by a further hearing shall decide the matter and make 
appropriate order thereon.’’ 

In section 3 (c) on page 10 we suggest that there be inserted in 
line 6 following the word “‘it,’’ the phrase ‘‘within 90 days after the 
matter is referred to it or such further period as the Commission may 
authorize,”’ 

In section 8 (d) on page 12 we suggest the insertion in line 2 
after the period of the following sentence: ‘‘The Commission in its 
discretion may also refer to a joint board for hearing and recommen- 
dation any investigation and suspension proceeding or other matte; 
not specifically mentioned above which may arise under this act,” 

The last sentence in section 3 (g) at the bottom of page 13 and 
top of page 14 provides that the Commission shall furnish office space 
and facilities in its building for the use of the national organization 
of the state boards, etc. This mandatory provision might require the 
Commission to have one of its bureaus move out to make room fo) 
the state boards. Moreover, another branch of the government con- 
trols the allotment of space in the public buildings. We, therefore, 
suggest that the sentence referred to commencing in line 22 on page 
13 and running to the end of line 4 on page 14 be changed to read 
as follows: 

“Upon recommendation of the Commission, the government author- 
ity controlling the allotment of space in public buildingg shall assign 
for the use of the national organization of the state boards and of 
their representatives suitable office space and facilities, which shall 
be at all times available for the use of joint boards created under this 
act and of members or representatives of said boards cooperating with 
the Commission under this or any other act.” 

In section 12 (a) and (b) on pages 26, 27, we suggest that the 
word “classifications’’ be inserted after the word ‘‘charges”’ in line 
11 on page 26 and after the word ‘the’ in line 20 on page 27; and 
that the word ‘‘classification’’ be inserted after the word ‘“‘charge”’ in 
line 18 on page 26, after the word ‘‘any”’ in line 3 on page 27, and after 
the word ‘“‘what” in line 12 on page 27. 

In section 12 (b) commencing in line 21 on page 27, there is a pro- 
viso which would prohibit the Commission from requiring the re- 
moval of discriminations against interstate commerce caused by in- 
trastate rates or fares. Experience under the interstate commerce 
act has demonstrated the necessity of the Commission having such 
authority to remove discriminations in the railroad rates or fares to 
and from intrastate and interstate points, respectively. In our judg- 
ment it will be advisable for us to have the authority to remove such 
discriminations in connection with motor transportation the same as 
rail transportation. We, therefore, suggest that the proviso referred 
to commencing in line 21 on page 27 and running to the end of line 2 
on page 28 be revised to read as follows: 

“Provided, That nothing in this act shall empower the Com- 
mission to prescribe, or in any manner regulate the rate, fare, or 
charge for intrastate transportation, or for any service connected 
therewith, except where and to the extent necessary to remove an 
unjust discrimination against interstate or foreign commerce or an 
undue prejudice to persons or localities in interstate or foreign 
commerce, and undue preference of persons or localities in intra- 
state commerce, when the Commission shall have the same power 
and authority as it now has under section 13 of the interstate com- 
merce act.’”’ 

If the above change is made, the sentence in section 19 (a) 
commencing in line 8 and ending in line 14 on page 40 should be 
revised to read as follows: 

“It is not intended hereby to interfere with the exclusive exer- 
cise by each state o fthe power of regulation of intrastate commerce 
by motor carriers on the highways thereof, except where and to 
the extent necessary to remove an unjust discrimination against inter- 
state or foreign commerce or an undue prejudice to persons or 
localities in interstate or foreign commerce, as provided in section 
12 (b) hereof.”’ 

The bill as drawn does not refer specifically to the matter of 
joint rates, fares, and charges. In our opinion common carriers by 
motor vehicle should be authorized, but not required to enter into 
such arrangements not only between themselves, but also with com- 
mon earriers by rail or water which are subject to the interstate 
commerce act. In the case of joint rates or fares with carriers 
subject to the interstate commerce act, they should be governed 
by that act. Such provisions would be in accord with the Commis- 
sion’s recommendations in Coordination of Motor Transportation, 182 
I. C. C. 263, at pages 385 and 387. We ,therefore, suggest that a 
section be added to the bill between the present sections 12 and 13 
on page 29 as follows: 

“Joint Rates, Fares, and Charges, 

“Common carriers by motor vehicle are authorized but not re- 
quired to enter into through routes and joint rates, fares, and 
charges with other common carriers by motor vehicles and with com- 
mon carriers by rail or water which are subject to the interstate 
commerce act. Such joint rates, fares, and charges between common 
carriers by motor vehicle shall be subject to ‘all the provisions of 
this act; but joint rates, fares, and charges of such carriers with 
common carriers by rail or water in interstate or foreign commerce 
shall not be subject to this act, but to the provisions of the inter- 
state commerce act.”’ 

In section 14 (b) on page 33, we suggest the insertion in line 4 
after tre word “commerce,” the following: ‘‘All of which are hereby 
declared unlawful.’’ 

In section 16 on page 36, we suggest the word “agent” be sub- 
stituted for ‘‘person or corporation” in lines 6, 12, 13, 23, and 24, 
and that “or which” in line 7 be stricken. : 

There are a few typographical errors to which we call attention 
in case you have not already observed them. In line 6 on page 
‘“‘associations’”’ should be singular to correspond with the other terms. 
In line 10 on page 11 “‘or’’ at the end of the line should apparently be 
changed to “of.’’ in line 6 on page 14 the word ‘or’? should again 
be changed to “‘of.’’ In line 11 on page 15, ‘‘application’’ should be 
plural to correspond with certificates. In line 23 on page 25 “rule 
should be plural to correspond with regulations. 

With the changes herein suggested, the Commission recommends 


approval of the bill. 
Other Witnesses 


Carl Giessow, director of the traffic bureau of the St. Louis 
Chamber of Commerce, appeared in support of the principles 0 
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the bill. If there was to be state regulation, he said, federal 
regulation was essential. He recommended that the regulation 
proposed be extended to cover joint rates where arrangements 
might be made for through routes and rates. He also urged 
that the words “common carrier” in section 14 (b) be defined 
so that regulation of motor rates would not be based on the 
rates of other transport agencies. Another recommendation 
made by him was that interstate hauls in metropolitan areas 
embracing portions of two or more states, not in excess of 25 
miles, be exempted from the provisions of the bill. 

E. E. Powell, of Binghamton, N. Y., representing the New 
York State Retail Coal Merchants’ Association, appeared in sup- 
port of the bill and outlined to the committee the views of the 
association as to adverse effects on retail coal business of unreg- 
ulated trucking of coal. 

F. L. Thomas, traffic manager of the Wisconsin Canners’ 
Association of Madison, Wis., appeared in support of the Dill. 
He said freight rates—rail, water or truck—played a very im- 
portant part in the sale and distribution of canned goods and 
that it was absolutely essential that a canner, regardless of 
where he might be located, should have a fair and equitable 
freight rate and that there be no unjust discrimination or 
preterence. He said a variation of 5 cents a 100 pounds in a 
freight rate reflected 1 cent a dozen in the price of canned 
goods. In the last two or three years, he said, there had been 
a very substantial movement of canned vegetables by motor 
truck to points as far as 1,000 miles away from the factory, 
although for the most part this movement had been within a 
radius of 500 miles. 

“T obtained data from 43 factories in Wisconsin covering 
their truck shipments during the period December 1, 1932, to 
March 1, 1933, and developed that during this period there were 
344 truck loads, aggregating a weight of 5,765,588 pounds, which 
moved into the jobbing centers of Illinois, Indiana, Ohio, Iowa, 
Missouri and other states, and even as far as Boston, Mass., 
and Roanoke, Va.,” said he. 

Mr. Thomas said the majority of the canned goods handled 
by motor truck interstate was transported by contract operators 
and a very small per cent by regular motor common carriers. 
He said rates charged were for the most part not on a definite 
basis, but as a general rule at the same basis or slightly lower 
than the regular carload all-rail rates and that as a result there 
was widespread and unjust discrimination which was having a 
disastrous effect on the sale of canned goods and was tending 
to eliminate carlead lot buying. He said regulation of rates, 
especially with respect to the contract motor hauling and - 
bodying. the bill, was necessary and should be provided. 
/,ceonard Simms, manager of the transportation departmen 
eof the Detroit Board of Commerce, dealt with regulation of 
rates of contract carriers; the prohibition against any person 
or corporation holding at the same time both a certificate of 
public convenience and necessity for a common carrier by 
motor vehicle and a permit for contract carrier by motor 
vehicle; and section 3 of the bill relating to delegation of 
administrative functions to joint boards comprised of appointees 
from the several states. As to rates of contract carriers, dealt 
with in section 14 of the bill, Mr. Simms urged elimination of 
the entire section. In Michigan, he said, “we are experiencing 
the impracticability of attempting to regulate the minimum 
rates of contract carriers.” Though the legislature had passed 
a law to accomplish that purpose, he said no basis for estab- 
lishing minimum rates had been determined. He urged the 
committee to eliminate any provision for regulation of rates 
to contract carriers. Referring to testimony given previously 
by Chairman Clardy of the Michigan Commission, as to com- 
plaints from shippers about truck service, Mr. Simms asserted 
that the state commissioners did not represent the shippers’ 
views and that he did not think there was basis for such 
complaints as it had been stated had been made to the state 
commission. 

In discussion that followed Chairman Rayburn referred to 
a Statement made earlier in the hearing to the effect that Texas 
authorities were under railroad domination. He said such state- 
ments should not be made. 

Mr. Simms urged amendment of section 7(c) of the bill to 
permit common and contract carrier operations to be co- 
ordinated by one person or corporation. 

Opposition was expressed by him to section 3. He said it 
was the view of the Detroit Board of Commerce that this sec- 
tion should be revised to eliminate any provisions for joint 
boards comprised of representatives of state administrations. He 
urged the committee to redraft the section to the end that the 
delegation of authority of the Interstate Commerce Commission 
might extend only to examiners or employes of the Commis- 
sion, With provision for appeal to the Commission or a division 
thereof after decision by the examiner or employe and that 
the plan of constituting joint boards comprised of representa- 
tives from the several states be deleted from the bill. 
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Harry D. Fenske, manager of the transportation department 
of the Great Lakes Steel Corporation, Ecorse, Mich., appearing 
also for the motor transportation committee of the Detroit 
District Shippers’ Conference, said that some of the provisions 
of the pending bill were not conceived in the interest of motor 
vehicle transportation nor in recognition of the principle that 
the public was entitled to the benefit of the most economical 
and efficient means of transportation by any instrumentalities 
of transportation which might be suited to that purpose. He 
said some very definite indications existed that the railroads, 
which he thought, to some extent, had found allies among state 
utility commissioners, were endeavoring to obtain control of 
the use of the motor vehicle in such a fashion that its flexibility 
would be destroyed and the commerce of the country again be 
subjected to the straitjacket method of transporting products 
from which it had been freed to such a large extent by motor 
vehicle transportation. He also said that the Michigan commis- 
sion had not yet found a way to put into effect the minimum 
rate provisions of the Michigan law of October 17, 1933, in 
“the way they would like.” 

“It appears to me that the state commissioners, repre- 
sented by their national organization, in proposing this federal 
legislation, are merely trying to have enacted some laws, not 
for the purpose of the public interest in obtaining the benefit 
of a most economical and efficient transportation service, but 
merely to have something enacted that will make their job 
easier and more powerful in having everyone conform to their 
straitjacket methods of regulating all forms of transportation,” 
said he. 


Mr. Fenske also said with respect to Chairman Clardy’s 
statements about complaints against truck service that “you 
go into this claim further and request it to be supported with 
substantial evidence, which I feel certain cannot be produced.” 
He also disagreed with Chairman Clardy’s view that the con- 
tract carrier was a figment of the imagination. 

“It seems very difficult to get across to some of these men 
in public office the practical and actual ways of commerce,” 
said he. “The transportation service which I purchase for ac- 
count of our company is almost entirely from that type of 
carrier which to Mr. Clardy is a mere figment of the imagina- 
tion. This has involved the carrying of nearly 100,000 tons 
annually to points surrounding Detroit.” 


Mr. Fenske said he was not one who was unalterably op- 
posed to some degree of regulation, because he thought some 
regulation might be desirable to aid in the stabilization of the 
transportation industry. His view was that regulation of con- 
tract carriers by motor vehicle should go no further at this 
time than to require the filing with the Commission of the 
schedule of the charges and maintenance for open public in- 
pection of such schedules, with perhaps an enforcement reg- 
ulation so that such charges would be observed in every respect. 
With only such provision and the NRA code for the trucking » 
industry he believed that all that could be safely undertaken jy 
e public interest would be done. Pe 
F. E. Mollin, secretary of the American National Livestéck 
iation, of Denver, Colo., submitted a regulation of his asso- 
ciation urging Congress not to enact any laws, with respect to 
either regulation or taxation, which would have the effect of 
handicapping motor vehicles in favor of the railroads in serv- 
ing the public. He said he was in accord with the testimony 
of Mr. Childe with respect to regulation of rates and of contract 
carriers. He reiterated the charge that the demand for the 
enactment of the proposed legislation came from the railroads. 
He discussed the rail rate situation with respect to live stock 
and said the motor truck was the best insurance “we can get 
that the rates for transporting our products shall remain on 
something like a reasonable basis.” 

John T. Corbett, national legislative representative of the 
Brotherhood of Locomotive Engineers, appeared in support of 
the bill on behalf of the Railway Labor Executives’ Association, 
which represents the brotherhoods in standard railroad labor 
unions. A group of brotherhood leaders attended the hearing. 
In the course of his statement, in which he reviewed the motor- 
rail competitive situation and of the effect on railroad employes, 
Mr. Corbett suggested that the cost of regulating motor carriers 
be met by a tax on the industry, but Chairman Rayburn pointed 
out that with the exception of the provision in the coordinator 
act taxing the railroads for the expenses of the coordinator’s 
work, it had been the long established policy of Congress to pay 
for regulatory expenses out of the general funds of the gov- 
ernment. 





Hearing Ended 


The committee concluded its hearings on motor regula- 
tion legislation February 2 after former Senator Brookhart had 
made an appeal for government ownership of railroads based 
on the report of Coordinator Eastman. 

Representatives of the American Newspaper Publishers’ 
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Association opposed regulation of the contract truck, as pro- 
posed in the bill, because they said it would interfere with 
distribution of newspapers by truck. 

Supplemental statements were made by Mr. Shertz, for 
the American Trucking Associations, and by Mr. Benton, for 
the state commissions. 

T. M. Frazier, director of the Division of Motor Vehicles of 
Virginia, and W. S. Campfield, secretary of the Virginia Horti- 
cultural Society, opposed the bill. 


OPPOSES RAYBURN BILL 


The New Jersey Industrial Traffic League, January 25, 
recorded itself as opposed to the passage, in its present form, of 
the Rayburn Bill, H. R. 6836, which proposes to regulate trans- 
portation by motor carriers in interstate commerce. A brief is 
to be filed with the House committee on interstate and foreign 
commerce, 


TRUCKS FOR LIVE STOCK 


“Motor trucks transported 50 per cent of the cattle, calves, 
hogs and sheep from farms to 17 markets in 1933, a gain of 30 
per cent in number over the previous year; more than 30,000,000 
head of cattle, calves, hogs and sheep were hauled to market 
terminals by truck,” according to The Corn Belt Farm Dailies, 
publications of the live stock industry. 

“Trucks have greatly facilitated the movement of live stock 
to market. The convenience and speed of the truck enables 
farmers to get to the market quickly to take advantage of a price 
advance. Smooth highways and better truck performance have 
given tremendous impetus to live stock trucking. Hauls of 500 
miles are not uncommon and the average haul is estimated to 
exceed 100 miles. 

“Live stock marketed by truck in 1933 would have taken 
493,741 rail cars carrying five million tons. The number of 
trucks arriving with stock at the seventeen markets approxi- 
mated 2,500,000 last year, compared with 1,925,000 truckloads in 
1932. Practically as many head were hauled by truck in 1933 
as the combined truck receipts of 1929 and 1930. 

“Trucks, too, are used extensively in the movement of feeder 
stock from the range country and from market points to corn 
belt farms for further fattening and finishing. Omaha alone in 
1933 recorded upwards of one-half million cattle, hogs and sheep 
in outgoing shipments by truck. 

“The live stock industry is one of the major industries 
employing trucks. Aside from the hauling of stock from farm 
to market, packers use trucks extensively in distributing meats 
to dealers, who in turn make delivery by truck to the consumer.” 


REDUCED BUS FARES 


Large reductions in bus fares, effective February 1, have 
been announced by the principal long-distance operators in the 
territory east of Chicago and St. Louis and north of the Ohio. 
They are said to approximate 46 per cent and to have been 
forced by cut-rates offered by “fly-by-night” companies not mem- 
bers of the National Bus Traffic Association. Announcement of 
the reductions was made in connection with a meeting of the 
directors of that association, in Chicago, January 30. As an 
illustration of the measure of the reductions, it was stated that 
the rate between Chicago and New York would be reduced from 
fifteen dollars to eight dollars. 

Necessity for making the reductions was viewed by the large 
operators as particularly unfortunate at this time because of 
increased costs resulting from operating under the industry’s 
NRA code. Those increased costs are said to amount to 25 
per cent. The reduced rates apply only on hauls in excess of 
200 miles. 

“These forced reductions appear serious in view of the 
25 per cent increase of operating costs due to NRA,” L. G. 
Markel, chairman of the association, said. “We have received 
no direct benefits from operation of NRA. What’s more, there 
hasn’t been a single conviction of violators of the code in the 
field, and there are many of them.” 

Absence of convictions of NRA violators was attributed 
by one spokesman to the fact that all provisions of the code 
were not yet in full operation. It was stated that violators had 
been warned, but that there had been no corrective steps 
beyond that. 


IMPROVEMENT OF HIGHWAYS 


“Latest reports received by Public Works Administrator 
Harold L. Ickes show striking progress being made on the 
$400,000,000 federal aid highway program,” says the PWA. 

“A nation-wide survey showed 5,614 road projects adver- 
tised for contract representing 67.6 per cent of the total allot- 
ment for highway work spreading employment in every state. 
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The road work is but a small part of the PWA reemployment 
program. 

“Despite winter weather, road building has been pushed 
forward throughout the country, confirming the forecast of Pwa 
officials that there would be no slump in the recovery highway 
program due to the cold season. More than 133,000 men are 
working now on more than 3,100 road projects financed by PWwa 
funds.. This number will be increased materially when the 
program reaches its peak during the summer months, when road 
employment will be on full blast with PWA highway construc. 
tion signs speckling the map. 

“A report received by Administrator Ickes from the United 
States Bureau of Public Roads showed as of January 20 that 
5,614 projects, estimated to cost $289,958,000, had been adver. 
tised for contract or begun by day labor employed directly by 
state highway authorities. 

“The report also showed that of the 4,852 projects awarded 
for construction, 3,140 were under construction and 544 were 
completed. Work under construction was providing jobs for 
133,169 men at the site and many more indirectly. 

“Federal aid highways under construction were estimated to 
cost $181,996,000. Projects already completed represented an 
outlay of $13,635,000 of Public Work funds.” 


REDUCED PASSENGER FARES 


The Atlantic Coast ‘Line, Atlanta, Birmingham & Coast, 
Charleston & Western Carolina and Georgia Railroad have asked 
the Commission in No. 13412, surcharge for transportation of 
passengers in sleeping and parlor cars between points in the 
state of Georgia, to modify the order of July 11, 1922, so as 
to permit discontinuance of the surcharge as to passengers 
traveling in sleeping and parlor cars. They desire to discon- 
tinue the surcharge so as to meet the competition of other 
railroads which have removed it. 

An application similar to the foregoing has been made 
by the Atlantic Coast Line in No. 14789, surcharge for trans- 
portation of passengers in sleeping and parlor cars between 
points in the state of North Carolina, with regard to an order 
of October 6, 1925. 

A similar petition has been filed by the Atlantic Coast 
Line and the Atlanta, Birmingham & Coast in No. 12214, sur- 
charge for transportation of passengers in sleeping and parlor 
cars between points in state of Alabama with respect to an 
order of June 14, 1921. 


INNOVATIONS FOR GERMAN RAILWAYS 


Faster speed and lower rates are planned for German rail- 
ways in order to overcome the marked recession in passenger 
business which has occurred in the last few years, according 
to a report to the Commerce Department from its Berlin office. 

Many new type trains will be introduced on the system 
operated by the German Federal Railway Company, according 
to a recent statement of an official of that company. Self-pro- 
pelled trains of the famous “Flying Hamburger” type are to 
be developed on new lines. When this train was first placed 
in service between Berlin and Hamburg it was propelled by an 
airplane propeller, but this method of propulsion has _ since 
been discarded and power is now applied to the wheels. Trains 
to be placed in operation this year will have an average speed 
of 150 kilometers an hour. The time from Berlin to Rome 
is expected to be cut from 29 to 24 hours. 

Five new self-propelled thoroughly stream-lined trains have 
been ordered by the Federal Railways and three of them are 
expected to be placed in operation without delay. These trails 
are stream-lined down to the tracks, the report points out. Of 
these five trains, two will be electrified with their own motors, 
two will have Diesel-hydraulic plants, and the fifth will be a0 
oil-burning steam locomotive. 


TRUCK EXPORTS INCREASE 


Exports of automotive trucks from the United States 1 
December more than doubled shipments of passenger Cars, 
figures compiled in the Commerce Department’s automotive 
aeronautics trade division show. 

This development, it is pointed out, is noteworthy as under 
ordinary conditions passenger car exports exceed those of trucks. 
In December 6,447 commercial vehicles were shipped abroad 
against 2,969 passenger cars. The December figure for trucks 
was double that for November, 1933, and nearly three times 
larger than for December, 1932. 

December passenger car sales to overseas markets, num: 
bering 2,969, were somewhat lower than for November, 1933, 
when 3,438 were exported, but slightly higher than for Decem- 
ber, 1932, when 2,712 units were exported. 

Combined December exports of both passenger cars and 
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trucks numbered 9,416 units, which compared with 6,597 for 
November, 1933, and 4,924 for December, 1932. 

The principal truck market in December was Spain, which 
purchased 751, nearly treble exports to that country in the pre- 
ceding month and December, 1932. Other more important truck 
markets in December were British India, Union of South Africa, 
Argentina, Belgium, Denmark, Brazil, Sweden, Australia and 
China. 

The principal passenger car markets in December were the 
Union of South Africa, Netherlands, Australia, Belgium, and 
Philippine Islands. 


GRADE CROSSING ACCIDENTS 


Reports for the first ten months in 1933, compared with 
the same period last year, received by the safety section of 
the American Railway Association, showed reductions in the 
number of accidents at railroad-highway grade crossings and 
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in the number of casualties therefrom. For October, however, 
there were reductions in the number of accidents and the 
number of persons injured, but an increase in the number of 
fatalities. 

Accidents at railroad-highway grade crossings totaled 2,474 
for the first ten months in 1933, a reduction of 267 compared 
with the same period in 1932. Fatalities resulting from such 
accidents totaled 1,176 in the first ten months of 1933, a re- 
duction of 25 compared with the same period in 1932, while 
persons injured in that period in 1933 totaled 2,758, a reduc- 
tion of 325 compared with the year before. 

For October alone, there were 329 accidents at railroad- 
highway grade crossings, a reduction of 17 compared with 
October, 1932, while 144 fatalities were reported as caused by 
those accidents, an increase of ten compared with the number 
for October, 1932. Persons injured at railroad-highway grade 
crossings in October, 1933, totaled 381, compared with 387 in 
the same month in the preceding year. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


FFICIAL confirmation of the Cunard-White Star Line merger 

plans has been received by the International Mercantile 
Marine Company from the White Star offices in London, by 
cable, as follows: 


The White Star Lne announces that, as a preliminary to the pro- 
posed merger of their North Atlantic fleet with that of the Cunard 
Line, the requisite arrangements have been made with the Inter- 
national Mercantile Marine Company to terminate on June 30 the 
agency representation of the White Star Line in America and Can- 
ada. Until the 30th of June the International Mercantile Marine Co. 
will continue to represent the White Star Line as in the past. There- 
after arrangements will be made for the agency of the White Star 
Line to be transferred to the present offices of the Cunard Line and 
elsewhere, which will carry on the business of the merger company. 


R. H. Blake, general manager of the Cunard Line in the 
United States and Canada, also issued a similar statement in 
which he indicated the taking over of the White Star agency 
by the Cunard Line June 30. He added that, though it was 
well known that negotiations for the merger had been going on 
for some time, there were many details still to be worked out 
and that the Cunard New York office had no word as yet of the 
proposed merger being an accomplished fact. 


Code for Custom Brokers 


The National Association of Licensed Customs Brokers, 
organized recently to formulate a code of fair competition for 
licensed customs brokers and to prevent the inclusion of licensed 
customs brokers in the code for foreign freight forwarders, has 
filed in Washington its application for a code, it is announced 
by B. A. Levett, counsel for the Customs Brokers Association. 
He pointed out that foreign freight forwarders, who require no 
license to operate, and customs brokers, who must be licensed, 
were actually two separate industries and that inclusion of the 
latter under the forwarders’ code would have brought them 
— an agreement whose provisions really did not apply to 

em. a 
The Customs Brokers Association has at present temporary 
officers, Mr. Levett said, and a temporary board of governors 
that will act until permanent officers are elected. The consti- 
tution provides for 17 regional governors to be elected in their 
respective regions and these 17 governors will constitute the 
board of governors, which will elect the permanent officers. 
The setup of the administrative features of the proposed code 
is along the same lines, he said, and presumably the 17 gov- 
ernors of the council will act as the regional directors of the 
code. They will elect a code authority of five from the five 
major sections of the country. Regional committees, which will 
have authority to draw up schedules of rates for the approval 
of the administrators, will be elected in each region. Docu- 
ments Will be $3.48; bills of lading, $2.61; consular invoices, 
sae value up to $1,000, $3.48, and 87 cents for each additional 


, The consulate general of Brazil in New York announces that 
or February Brazilian consular fees will be collected at the 
Tate of 87 cents for each gold milreis. 

me... full cargo market has closed a rather dull week in 
‘ Parison to the previous one. A single grain fixture, a few 
Tansatlantic sugar cargoes, another coal cargo for Brazil and 





a rather short list of time charters, furnished the principal 
activity. Tanker chartering was fair in volume and several 
additional scrap iron cargoes were reported. 

In connection with the grain trade through the Port of 
New York, which has languished since the imposition of a 
special tariff on Canadian grain moving through New York, the 
Port of New York Authority has announced that the British 
customs authorities have made a decision granting free entry 
of grain in this trade under imperial preference. The traffic 
between New York and the United Kingdom is expected to be 
resumed immediately as a result. A trial shipment was ac- 
cepted duty free by the British customs with the stipulation 
that for future consignments the certificate of nonmanipulation, 
issued by the United States Customs and visaed by the British 
Consul, must cover the entire transit through the United States. 
Steps are being taken to work out such a document with the 
United States Customs for future shipments. 

The lone grain cargo reported in the last week was that of 
an American steamer of 3,560 net tons from Portland, Ore., to 
North of Hatteras, for early February loading. 

Among the transatlantic sugar cargoes was a_  5,000-ton 
steamer ‘from Santo Domingo to United Kingdom-Continent at 
18s 6d for loading the first half of February. 

The coal fixture was a 2,546-ton vessel from Hampton Roads 
to Rio de Janeiro and/or Santos on the basis of 11s 3d if one 
port and 11s 9d for two ports, February loading. 

Time charters, in addition to scattered West Indies char- 
ters, included a 3,192 net ton steamer engaged for one voyage 
in the New York-River Plate trade, for February loading, done 
on private terms. 

Tanker fixtures from the Gulf included a 5,300-ton vessel 
for a dirty cargo to United Kingdom-Continent on the basis of 
12s 6d for February, a 10,000-ton clean vessel, same destination, 
at 8s 6d for February-March, and an 8,000-ton dirty cargo to 
north Spain at 7s 6d with option for south Spain at 7s 9d, Febru- 
ary. A 3,449 net ton steamer was fixed from the north Atlantic 
range to Rio de Janeiro or Santos, clean, for middle March 
loading on the basis of 9s for one port. On the Pacific coast 
a 2,664 net ton vessel was fixed to Australia from California on 
a lump sum basis, £5,000 Australian currency, for early March. 

According to a report from Victoria, B. C., the United King- 
dom has decided to limit lumber purchases from Russia this 
year to 350,000 standards, a reduction which should improve 
the British Columbia lumber trade with the U. K. by about 
200,000 feet, with consequent advantage to shipowners. 


SHIPPING CODE HEARING 


The Trafic World Washington Bureau 


Hearing on the revised code for the shipping industry, 
submitted by the American Steamship Owners’ Association, was 
held at the National Recovery Administration this week. W. H. 
Davis, now director of the NRA national compliance board 
but formerly in charge of the shipping codes, opened the meet- 
ing. He believed that the shipping industry’s various branches 
should be coordinated under one code and said that Coordinator 
Eastman had not recommended regulation of water-borne com- 
merce in his recent report and expressed the thought that this 
omission was deliberate in order to encourage such an experi- 
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ment for integrating the shipping industry as was presented by 
the code. (In his report Mr. Eastman said the first report would 
be followed as speedily as possible by other reports dealing, 
among other things, with the questions as to need for federal 
legislation to regulate other transportation agencies and to 
coordinate properly all means of transport.) 

Deputy Administrator Joseph B. Weaver presided at the 
hearing. The revised code was submitted by Ira Campbell, 
counsel for the steamship association. Representatives of long- 
shoremen and seamen objected to various provisions of the 
code. Changes in the code were suggested by Roscoe Hupper 
on behalf of the Foreign Trade Shipping Association, represent- 
ing foreign lines, including elimination of provisions for divi- 
sion in voting, etc., as between American flag and foreign lines. 
The association has prepared a tentative draft of a code for 
the foreign trade industry. 


WATER CARRIER AGREEMENTS 


The following agreements and modifications of agreements, 
filed in compliance with section 15 of the shipping act, 1916, 
as amended, have been approved by the department of com- 
merce: 


2672—Between Dollar Steamship Lines, Inc., Ltd., and the New 
York and Porto Rico Steamship Company: This agreement provides 
for the through transportation of toys, porcelainware, earthenware, 
crockery, and chinaware from Kobe, Yokohama, Shanghai, and Hong- 
ae to specified Puerto Rican ports, with transshipment at New 
ork. 

2678—Dollar Steamship Lines, Inc., Ltd., with the New York and 
Porto Rico Steamship Company: This agreement provides for the 
through transportation of general cargo, except toys, porcelainware, 
earthenware, crockery and chinaware from Koke, Yokohama, Shang- 
hai and Hongkong to specified Puerto Rican ports, with transshipment 
at New York. 

2709—Bweeten Bull Insular Line, Inc., and Williams Steamship 
Corporation: Provides for through transportation of general cargo 
from U. S. Pacific Coast ports to the Virgin Islands with transship- 
ment at San Juan, Puerto Rico. 

2717—Between Kawasaki Kisen Kaisha and Seatrain Lines, etce.: 
Provides for through transportation of general cargo from Japan to 
New Orleans, La., with transshipment at New York, 

2720—Between United Ocean Transport Co., Ltd., and Weyer- 
haeuser Steamship Co.: Provides for transportation of cargo under 
through bills of lading from Japan to U. S. Atlantic Coast ports, with 
transshipment at Los Angeles Harbor or San Francisco. 

2724—Between Calmar Steamship Corporation and Export Steam- 
ship Corporation: This agreement provides for the through trans- 
portation of canned goods, dried fruit and honey from Pacific Coast 
ports of call of Calmar to specified ports on the Mediterranean and 
Black Seas, with transshipment at New York, Philadelphia and Bal- 
timore. 

2731—Between Dollar Steamship Lines, Inc., Ltd., and American 
Pioneer Line: This agreement provides for the through transporta- 
tion of canned goods and dried fruit from Los Angeles Harbor and 
San Francisco to Karachi, Bombay, Colombo, Calcutta, Madras and 
Rangoon, with transshipment at New York. 


Agreements Modified 


Conference Agreement No. 131-29: Modification of agreement 
of Trans-Pacific Passenger Conference enabling member lines to 
transport commissioned, warrant and petty officers, enlisted person- 
nel and female nurses of the Army or Navy, and dependent members 
of their immediate families, interport in the Orient at 15 per cent 
reduction from tariff fares without such lines being considered to 
have violated the Conference agreement. Such reduction was pre- 
viously allowable to officers. 

Conference agreement No. 128-18: Modification of agreement of 
Atlantic Conference substituting a reference to new rules and reg- 
ulations applicable in connection with transportation of first-class 
and cabin and second-class passengers for the reference to such 
rules and regulations previously in effect. 

1385-6—Members of the Trans-Atlantic Passenger Conference and 
members, of the Trans-Pacific Passenger Conference: Modifies agree- 
ment covering the booking and transportation of passengers making 
Around-the-World Tours, either eastbound or westbound. 

2401-2—Frederick Leyland & Company, Ltd., Thos. & Jas. Harri- 
son, Managing Operators of the Harrison Line for Account of the 
Charente Steamship Company, Ltd., and Lykes Bros.-Ripley Steam- 
ship Company, Inc.: Modification provides for the withdrawal of 
Frederick Leyland & Company, Ltd., and the continuance of the 
agreement by the two remaining carriers. 


CANAL TRAFFIC IN 1933 


The Department of Commerce has issued the following on 
volume of traffic passing through the Sault Ste. Marie, Welland 
and St. Lawrence canals in 1933: 


Sault Ste. Marie Traffic Increased 97 Per Cent in 1933.—The 
Canadian lock was closed on December 1 as against December 16 
in 1932, but the United States locks remained open until December 
14, Due to a large increase in iron ore shipments from 3,607,119 tons 
in 1932, which was the lowest since 1891, to 22,226,025 tons and lesser 
increases in all other commodities except wheat, the total traffic 
showed an increase over 1932 of 19,827,001 tons, or 97 per cent. The 
decrease in wheat shipments during the season amounted to 8,509,394 
bushels, or 255,279 tons. (Summary of Canal Traffic for December 
and Season of Navigation 1933, Dominion of Statistics, Ottawa, 
Canada.) 

Welland Canal Sets Records in Traffic.—Freight using the Wel- 
land Ship Canal during 1933 made a new high record with a total 
tonnage of 9,194,396 tons, exceeding that made in 1932 by 656,936 
tons, or 7.7 per cent. All grains except flaxseed showed substantial 
dcreases, aggregating 586,536 tons. Flour increased by 125,303 tons, 
bituminous coal by 514,835 tons, coke by 64,163 tons, iron ore by 
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119,734 tons, pig iron by 22,960 tons, cement, brick and lime, by 
63,410 tons, and merchandise, including miscellaneous freight, by 
273,792 tons. (Summary of Canal Traffic for December and Season 
of Navigation 1933, Dominion of Statistics, Ottawa, Canada.) 

Direct Shipping Via St. Lawrence Canals to Oversea Destinations 
Was Exceptional in 1933.—Total cargo through the St. Lawrence 
canals during 1933 amounted to 6,951,064 tons which was exceeded 
only by the traffic of 1927 and 1928. Because of early ice the canals 
closed on December 5, or ten days earlier than 1932. In 1926 they 
were closed on December 5 but, with these two exceptions, the 
canals have remained open for the past twenty years until December 
11 to 15. Grain shipments were considerably lighter than in 1932, but 
increases in coal, pulpwood, ore, gasoline, oils, paper, merchandise 
and other commodities produced a net increase of 257,264 tons, 
During the 1933 season of navigation there was an exceptionally 
heavy movement of cargo between Great Lakes ports and European, 
Canadian Atlantic, United States Atlantic ports, Newfoundland and 
Cuba, that passed through the St. Lawrence canals without breaking 
bulk. To Canadian lake ports there were 9 cargoes of 13,609 tons 
of coal from Wales and 15 cargoes of 20,144 tons of miscellaneous 
freight from the United Kingdom, Belgium, Norway, Germany, Den- 
mark and the Netherlands, also 2 cargoes of 910 tons from New- 
foundland, 1 cargo of 965 tons from a United States Atlantic port, 26 
cargoes of 44,403 tons from Canadian Atlantic ports and 2 cargoes 
of 2,534 tons from Vancouver passed up the canals. Cargoes to United 
States lake ports included 76 cargoes of 106,455 tons, largely wood 
pulp, from European ports, 1 cargo of 1,500 tons from Newfoundland, 
3 cargoes of 4,800 tons of sugar from Cuba, 20 cargoes of 19,148 tons 
from United States Atlantic ports and 34 cargoes of 49,664 tons, mostly 
pulpwood and wood pulp, from Canadian Atlantic ports. This was 
a total of 189 cargoes of 64,132 tons of freight from ocean ports. 

The outbound cargoes amounted to 120 cargoes of 158,737 tons, 
consisting of 56 cargoes of 82,163 tons from Canadian lake ports and 
64 cargoes of 76,574 tons from United States lake ports. The Canadian 
cargoes included 47 cargoes or 64,323 tons to European ports, 2 cargoes 
of 8,096 tons to Newfoundland, 5 cargoes of 10,731 tons to United 
States Atlantic ports, 31 cargoes of 48,186 tons to Canadian Atlantic 
ports and 2 cargoes of 1,503 tons to Vancouver. The United States 
cargoes included 47 cargoes of 64,324 tons to European ports, 2 cargoes 
of 1,423 tons to Newfoundland, 14 cargoes of 9,203 tons to United 
States Atlantic ports and 1 cargo of 1,625 tons to a Canadian Atlantic 
port. It is quite possible that many of these vessels took on additional 
freight after passing through the St. Lawrence canal, which normally 
allow a draught of only 14 feet, but, on account of exceptionally low 
water during the past season, restricted the draught still more, 
especially toward the end of the season when the maximum draught 
was reduced 3 inches on August 24, September 15, October 14, Novem- 
ber 2, and to 12% feet on November 25 until the closing date Decem- 
ber 5. (Summary of Canal Traffic for December and Season of Navi- 
gation 1933, Dominion of Statistics, Ottawa, Canada. 


MERCHANT MARINE TONNAGE 


A decided trend of ship tonnage from the foreign to the 
coastwise trade of the United States is revealed by statistics 
issued by the Bureau of Navigation and Steamboat Inspection 
of the Department of Commerce. 


Since June, 1921, when the gross tonnage of American ships 
in foreign trade amounted to 10,699,596 gross tons, the foreign 
trade tonnage has declined to 4,482,141 gross tons (as of Sep- 
tember 30, 1933), while the gross tonnage in the coastwise trade 
has increased to 10,493,519 gross tons from 2,444,446 gross tons 
in 1921. 

According to Assistant Director A. J. Tyrer, of the bureau, 
figures compiled by the bureau show that the tonnage of Amer- 
ican documented commercial vessels decreased about one-half 
of one per cent in the quarter ended September 30, 1933, com- 
pared with the preceding three-month period. The number of 
vessels in the merchant marine increased slightly. 


On June 30, 1933, there were 24,868 documented merchant 
vessels of 15,060,157 gross tons, as compared to 24,872 vessels 
of 14,975,660 gross tons on September 30, 1933, an increase of 4 
vessels and a decrease of 84,497 gross tons. 


The principal loss in tonnage was in the steam classifica- 
tion. Of this type of craft there were 5,476 vessels of 11,787,655 
gross tons on June 30, 1933, and 5,453 vessels of 11,717,166 
gross tons on September 30, 1933, a decrease of 23 vessels of 
70,489 gross tons. 

Sailing vessels were the next hardest hit as to tonnage, 
with a loss of 25 vessels of 14,668 gross tons. On June 30, 
1933, there were 1,227 of these vessels of 562,959 gross tons as 
compared to 1,202 vessels of 548,291 gross tons on September 
30, 1933. 

Motor vessels are on the increase, as they have been for 
a number of years. They now are at the peak of all time, both 
in number and gross tonnage of vessels. On June 30, 1933, there 
were 12,706 documented vessels of this class of 1,074,885 gross 
tons as compared with the present figures, 12,775 vessels of 
1,074,754 gross tons, an increase of 69 vessels and 169 gross 
tons. 

Canal vessels decreased 6 vessels of 575 gross tons, having 
on June 30, 1933, 166 vessels of 21,760 gross tons as compared 
on September 30, 1933, with 160 vessels of 21,185 gross tons. 

Unrigged vessels such as scows, barges, dredges and other 
types decreased by 11 vessels, but made an increase of 1,066 
gross tons. On September 30, 1933, there were 5,282 vessels of 
this type aggregating 1,614,264 gross tons, as compared with 
5,293 vessels of 1,613,198 gross tons for the previous year. 
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STORAGE TIME ON PIERS 


The Trafic World New York Bureau 


A hearing was held January 31 by the Port of New York 
Authority on proposed regulations governing free storage time 
on steamship piers in the New York Port district. The hearing, 
which was requested by the New York Shipping Association, the 
Warenousemen and Truckmen’s associations, the Maritime Asso- 
ciation of the Port of New York, and the Trans-Atlantic Steam- 
ship Conferences, was attended by representatives of Brooklyn, 
Manhattan and New Jersey interests. Commissioner John F. 
Murray, Jr., chairman of the port protection committee of the 
Port of New York Authority, presided. 

Those urging the promulgation of uniform port regulations 
pursuant to an article in the New York-New Jersey compact 
creating the Port Authority, contended that present unregulated 
use of steamship piers for storage caused congestion, delay, con- 
fusion, excessive costs, and constituted a fire hazard. The 
desirability of uniform port-wide regulation was stressed, in 
which connection it was pointed out that regulations already 
in effect applied to railroad-owned piers under the promulgation 
of the Commission. 

John McKenzie, Commissioner of Docks of the City of New 
York, said the proponents of uniform regulations had taken 
the matter up with the Port Authority in response to his sug- 
gestion that the matter required similar treatment throughout 
all sections of the port. He said he would submit a brief later 
setting forth the city’s position. Assistant Corporation Counsel 
Thomas W. A. Crowe also Was present on behalf of the City of 
New York. 

Brooklyn interests were represented mainly by A. C. Welch, 
of the Brooklyn Chamber of Commerce, who spoke in support 
of regulations, as did E. B. Lord, on behalf of the Jersey City 
Chamber of Commerce, and John T. Soltmann, of the Hoboken 
Chamber of Commerce. 

Arguments for regulations also were submitted by S. J. 
Steers, chairman of the pier committee of the Warehousemen’s 
Association of the Port of New York; Albert B. Drake, presi- 
dent of the latter; A. G. McKeever and Theodore Ficke, Jr., of 
the Merchants’ Truckmen’s Bureau; James Sinclair, of the New 
York Shipping Association; John P. Magill, of the Maritime Ex- 
change; W. Clive Crosby, of the Warehousemen’s Association. 

William Simmons, of the Southern Pacific Steamship Line, 
stressed the unfairness to regulated carriers of having competi- 
tion from unregulated sources. He particularly believed that 
there should be uniform system. C. J. Fagg, of the Newark 
Chamber of Commerce, said the latter had taken no official ac- 
tion, but would do so later. He further stated that the Newark 
Chamber had supported the regulation of storage on railroad 
piers. Personally, he did not think its attitude on the question 
of storage had undergone any change. 

Divergent opinions came from the peat moss and burlap 
industries. Julius E. Rauch, of Atkins and Durbrow, Inc., de- 
clared, as a peat moss importer, that regulations permitting 
sixty days’ shipment would be satisfactory. A similar opinion 
was expressed by Arthur §S. Strasser, of the burlap industry. 

The Green Coffee Association of New York City, repre- 
sented by Harry Snyder, did not believe there was any need 
of mandatory regulations and he believed that existing volun- 
tary agreements for storage of green coffee did not cause any 
hazard or confusion. 

At the close of the hearing, Commissioner Murray said 
ten days would be allowed for the filing of briefs and supple- 
mental opinions, after which the Port Authority would reach 
a determination as to the necessity of advising legislation by 
the two states for the establishment of uniform regulations. 


CRUDE SULPHUR RATE 


_The Department of Commerce has refused to suspend a 
tariff filed by the American Foreign Steamship Corporation, 
effective January 27, carrying a rate of $2.65 a gross ton on 
crude bulk sulphur from Freeport and Texas City, Tex., to Los 
— and San Francisco, Calif. (See Traffic World, Jan. 13, 


SHIP TAX EXEMPTION 
Chairman Bland, of the House committee on merchant 
marine, radio and fisheries, has introduced a bill (H. R. 7423) 
to amend section 23 of the merchant marine act of 1920 relating 
to deductions for income tax purposes and the building of ves- 
sels by reason of such deductions. 


PORT OF HOUSTON 
__ The annual report of J. Russell Wait, director of the Port 
of Houston, for 1933, shows a total volume of 16,929,771.2 short 
tons of cargo handled with a value of $410,385,686.00, which is 
an Increase of 35.73 per cent over 1932 and 21.43 per cent over 
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the previous peak year of 1930. A total of 2,720,827 square bales 
of cotton were exported, as compared with 2,392,927 for the 
previous year. 

For the cotton season beginning August 1, 1933, Houston 
to January 19, 1934, exported 1,522,879 bales of cotton compared 
with 1,348,298 for the same period in 1932-33 season, an increase 
of 174,581 bales, though the exports from the United States as a 
whole were 43,036 bales less than the previous season. 

In handling this volume of cargo the number of ships travers- 
ing the waterway increased by about 650 over the record of 1932, 
a total of 2,487 seagoing vessels arriving and 2,478 departing 
during the calendar year. 


BROOKLYN TERMINAL LEASE 


The Secretary of Commerce on recommendation of Henry 
H. Heimann, director, U. S. Shipping Board Bureau, approved 
the award of the lease of the Shipping Board Bureau Terminal 
at Brooklyn, New York, to Piers, Inc., January 29. Piers, Inc., 
to whom the award was made, was the high bidder. The term 
of the contract will commence March 1, 1934, and will end at 
12 o’clock midnight on December 31, 1936. Piers, Inc., will be 
required to furnish a performance bond of an approved Surety 
Company in the amount of $50,000, or in lieu thereof will be 
required to deposit government securities in the face value of 


$50,000. 


MUNSON-I. M. M. MERGER 


Problems involved in the proposed merger of the Munson 
Line and the International Mercantile Marine Company were 
discussed January 29 with President Roosevelt by Secretary of 
Commerce Roper, head of the Shipping Board Bureau; Henry H. 
Heimann, director of the bureau, and Senator Copeland, of New 
York. The Munson Line is indebted to the government for the 
purchase of ships and also holds a mail subsidy contract, Tak- 
ing over of the Munson Line by the I. M. M, involves relation- 
ships between the Munson Line and the government and it 
is with respect to these that conferences have been in progress 
between representatives of the companies and of the government. 





AMERICAN-HAWAIIAN PROFITS 


In December, 1933, the net profit from operations of the 
American-Hawaiian Steamship Company was $104,179.06, as 
compared with a net profit of $73,489.72 in December, 1932. 
After allowing for depreciation and after capital gains or losses, 
there was a net profit (before federal income tax) of $68,488.67, 
as compared to a net profit of $34,634.66 the year before. 

For the 12 months ending December 31, 1933, the net profit 
from operations was $1,399,792.20, as compared to a net profit 
of $168,534.09 for the same period in 1932. The net profit, after 
allowing for depreciation and after capital gains or losses, for 
the 12 months of 1933, was before federal income tax, $904,410.99, 
as compared to a net loss of $200,953.99 for the same period 
in 1932. 





SHIPPING BOARD TERMINAL LEASES 


Secretary Roper, of the Department of Commerce, has ap- 
proved a recommendation of Henry H. Heimann, director of 
the Shipping Board Bureau, that leases of terminals under the 
jurisdiction of the bureau be canceled where such leases have 
been entered into without due advertising and competitive 
bidding. The bureau now has under way an investigation 
of the existing leases for the terminal properties which are 
situated at Boston, Brooklyn, Hoboken, Philadelphia, Norfolk 
and Charleston, S. C., and cancellations will be made, it is 
stated, if the leases are not entered into after due advertising 
and competitive bidding. 

Bidding for the leasing of the terminal properties here- 
after will be on a definite set-sum basis, instead of on a profit- 
sharing basis. The investigation thus far made has revealed 
that one lease was entered into in 1922 without public adver- 
tising, another in 1930, and another in 1923. 


PANAMA CANAL TOLL BILL 

Senator Gore, of Oklahoma, has introduced 8S. 2517, a bill 
providing that tolls on vessels passing through the Panama 
Canal shall be based on net vessel tons of actual earning Ca- 
pacity, determined in accordance with the “Rules for the Meas- 
urement of Vessels for the Panama Canal” prescribed by proc- 
lamation of the President November 21, 1913, as amended from 
time to time by order of the President, and shall not exceed $1 
a net vessel-ton so determined, nor be less than 75 cents a net 
vessel-ton so determined, on laden vessels, and on vessels in 
ballast without passengers or cargo shall be 40 per centum less 
than the rate of tolls for vessels with passengers or cargo. The 
bill provides that no charge shall be made for deck load, de- 
fined as cargo situated in a space which is at all times exposed 
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to the weather and the sea and which space is not included in 
the net tonnage determined under the Panama rules of measure- 


ment. The bill embodies legislation that has been urged by the 
governor of the Panama Canal. (See Traffic World, Jan. 6, 
p. 36.) 


ERIE AND OSWEGO CANALS 


The House committee on rivers and harbors will hold a 
hearing February 9 on the question of federal improvement 
of the Erie and Oswego canals, which are a part of the New 
York State Barge Canal system. 


IMPROVEMENT OF WATERWAYS 


An allotment of $30,000 for operating and care of the inland 
waterway from Norfolk, Va., to Beaufort Inlet, N. C., has been 
approved by the Secretary of War. 

Secretary of War Dern has approved an allotment of $82,000 
for the intracoastal waterway from Jacksonville to Miami, Fla., 
for dredging and maintenance operations. An allotment of 
$18,000 for dredging Absecon Creek, N. J., has been approved. 


SPEND 11 TO SAVE 4 


The American taxpayer would be required to pay about 
$4.50 a ton for the benefit of such shippers as would use the 
proposed St. Lawrence waterway route. Moreover, in order to 
save the wheat shipper four cents a bushel in transportation 
_ charges, the taxpayer would have to contribute eleven cents a 
bushel. 

These are two of the conclusions reached by Edgar A. Van 
Deusen and A. J. P. Wilson, consulting engineers, in an article 
in Barron’s entitled “What Price the St. Lawrence Seaway?” 
An abstract of their discussion follows: 

“We can confidently expect the St. Lawrence project, in 
all its ramifications, to cost greatly more than the published 
estimates. These published estimates of cost, as issued by the 
Department of State, July 18, 1932, total $543,429,000. Of this 
amount the United States is to spend $272,453,000, Canada 
$270,976,000. 

“These costs do not include interest during construction, 
neither do they take into account the fact that few if any of 
the ports on the Great Lakes can accommodate ocean-going 
craft of the size and draft contemplated in a 27-foot waterway. 

“When these two factors are taken into account and an 
additional reasonable allowance provided for contingencies, un- 
anticipated extras, and extensions and changes to the plans, it 
will be found that the St. Lawrence waterway can be classed 
as a billion-dollar job. In this connection it is of interest to 
note that in 1921 Colonel Hugh L. Cooper estimated that the 
whole project, including power, would cost $1,450,000,000. 


“Briefly, the object of this waterway is to bring the Middle 
West nearer to the markets of the world. Its advocates espe- 
cially stress the benefits it will confer on the farmer, with 
emphasis on the cheaper transportation afforded for export 
wheat. Some very extravagant claims have been made, esti- 
mated savings in some cases running as high as 12 cents a 
bushel. To achieve such savings would necessitate free trans- 
portation from Duluth to Montreal. Somewhat similar benefits 
to the farmer were claimed for the New York State Barge Canal, 
but they failed to materialize. 

“Among the many factors affecting the wheat export posi- 
tion of the United States must be considered: The stimulation 
of home production in European countries through tariffs; the 
Ottawa agreement of 1932 with its tariffs on non-Empire wheat; 
the growing importance of Argentine and Australian wheat; the 
unknown factor of Russia, and the restricted acreage policy of 
Washington. In view of the above consideration, it seems the 
part of wisdom to discount heavily the importance of United 
States wheat and other grain exports as an argument for the 
St. Lawrence waterway. 

“It is pertinent to note that artificial waterways in Amer- 
ica seldom if ever carry the amount of traffic prophesied for 
them and neither do they carry more than a fractional part 
of their Capacity. The New York State Barge Canal, for in- 
stance, with a seasonal capacity of 20,000,000 tons, has never 
carried more than about 20 per cent of its capacity; and the 
Canadian St. Lawrence canals carry about 6,000,000 tons against 
a capacity of 12,000,000 tons. 

“Not one of these facilities is burdened to anywhere near 
its traffic capacity. And furthermore, even if the railroads were 
taxed to capacity, the St. Lawrence waterway would not be of 
material assistance because it would be ice-closed during the 
very season of the year when American railroads carry their 
heaviest burden of traffic. And as far as the present barge 
canals in Canada and New York state are concerned, it has 
already been shown that their capacities have not nearly been 
reached. The conclusion is inescapable, therefore, that present 
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facilities for moving bulk freight eastward are ample, and ywjjj 
be ample, for many years to come. 

“What will the burden be upon the American taxpayer? | 
cannot be figured exactly, but considering a gross capita] jp. 
vestment for navigation features alone (United States share) 
of approximately $260,000,000, it would seem that at least 
$26,000,000 a year would be required to cover fixed charges, 
operation and maintenance. These figures exclude any work 
on the Great Lakes ports, and the Canadian share. 

“These charges are not to be paid by rates charged to 
shippers, or tolls levied on ship-owners, for shippers and ship. 
owners are to receive the waterway as a free gift from Uncle 
Sam. But the American taxpayer will be called upon to pay to 
the extent of $4.50 per ton of the estimated 5,500,000 tons of 
American traffic. And as for the wheat traffic, Brookings Insti. 
tution concludes that in order to save the shipper four cents 
a bushel in the cost of moving grain, the taxpayer would have 
to contribute 11 cents a bushel.” 


AIR MAIL BILL 


Representative McMillan, of South Carolina, has introduced 
a bill, H. R. 7391, to amend the air mail act of February 2, 1925, 
as amended, establishing a 5-cent rate on air mail for each ounce 
or fraction thereof as against the present rate of 8 cents for 
the first ounce and 13 cents each for additional ounces. The 
bill also includes provisions relating to air mail routes. 


AIR TRANSPORT GAINS 


Air transport showed real gains in 1933, shows a survey 
on air transportation just completed by United Air Lines. All 
transport lines in the United States increased their passengers 
from 504,575 in 1932 to approximately 550,000 in 1933, and 
express from 1,324,428 pounds in 1932 to about 1,660,000 pounds 
in 1933. All air lines flew approximately 52,000,000 miles on 
— schedule in the last year, against 48,000,000 miles in 
932. 

United Air Lines figured prominently in the increase, as 
its passengers jumped from 89,000 in 1932 to 125,000 in 1933. 
Sharing importance with traffic increases was a material speed- 
ing up of air service, as the introduction of United’s fleet of 
three-mile-a-minute planes added forty to fifty miles an hour 
to cruising speeds common in the previous year. 


AIRPORT CONFERENCE 


Several hundred managers of airports will meet in New 
Orleans February 8, 9 and 10 for the fourth annual national 
airport conference, it has been announced by Steadham Acker, 
chairman of the airport committee of the Aeronautical Chamber 
of Commerce. 

“In addition to airport managers, the operators of non- 
scheduled aerial services are being invited, for among the im- 
portant subjects for discussion is a proposed code of fair com- 
petition for the airports and non-scheduled aerial service or- 
ganizations which operate from airports,” said Mr. Acker, the 
national chairman, who also is manager of the municipal air- 
port at Birmingham, Ala. 

“The meeting is simultaneous with the Pan-American air 
races and is so timed that the delegates can participate in the 
dedication of the Shushan Airport at New Orleans on February 
9th,” continues the announcement. “This airport, its terminal 
building and hangar facilities are models of their kind and the 
meeting will give the airport and aerial service operators an 
opportunity to inspect this important project just completed by 
the city of New Orleans. 

“Experts in every branch of airport management and opera- 
tion will be present to discuss their common problems. Subjects 
for the attention of the conference include: ‘The Airport and 
National Defense,’ ‘Methods by Which Airport Managers Can 
Further Stimulate Private Flying,’ and ‘Airports and the Part 
They Have Played in Developing the Air Mail Service.’” 


AIR CHAMBER OFFICERS 


The Aeronautical Chamber of Commerce of America, Inc., 
has elected a governing board for the next twelve months. 
Thomas A. Morgan, president of Curtiss-Wright Corporation, 
New York, was reelected president. Leighton W. Rogers was 
reelected executive vice-president in charge of the active man- 
agement of the trade body. Other officers include, vice pres! 
dents, Donald W. Douglas, president of the Douglas Aircraft Co., 
Santa Monica, Calif.; R. H. Fleet, president of the Consolidated 
Aircraft Corporation, Buffalo, N. Y.; Alfred Frank, president of 
National Parks Airways, Salt Lake City, Utah; secretary, G. M. 
Bellanca, president of Bellanca Aircraft Corporation, New Castle, 
Del.; treasurer, Charles L. Lawrance, president of the Lawrance 
Engineering & Research Corporation, New York; assistant sec 
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retary, Fowler W. Barker; and assistant treasurer, Frank J. 
Walsh. 

The officers were chosen by the board of governors, which 
was elected at the full meeting of members. The governors in- 
clude: E. E, Aldrin, manager, Aviation Department, Standard 
Oil Company of New Jersey, Henry Breckinridge, New York; 
E. R. Breech, president of North American Aviation, Inc., New 
York; Don L. Brown, president of the Pratt & Whitney Aircraft 
Company, Hartford, Conn.; Clayton J. Brukner, president of 
Waco Aircraft Co., Troy, O.; Reed M. Chambers, vice president, 
U. S. Aviation Underwriters, Inc.. New York; Donald W. Doug- 
las, president, Douglas Aircraft Co., Santa Monica, Calif.; Sher- 
man M. Fairchild, president, Fairchild Aviation Corporation, 
New York; R. H. Fleet, president, Consolidated Aircraft Cor- 
poration, Buffalo, N. Y.; Alfred Frank, president, National Parks 
Airways, Salt Lake City, Utah; S. L. Gabel, president, Summerill 
Tubing Co., Bridgeport, Pa.; Philip G. Johnson, president, United 
Aircraft & Transport, Inc., New York; Charles L. Lawrance, 
president, Lawrance Engineering & Research Corporation, New 
York; Lucius B. Manning, president Aviation Corporation of 
Delaware, Chicago, Ill.; Charles Marcus, president of Eclipse 
Aviation Corp., East Orange, N. J.; H. S. Martin, president, 
Pennsylvania Air Lines, Pittsburgh, Pa.; Thomas A. Morgan, 
president, Curtiss-Wright Corporation, New York; Earl D. Os- 
born, president, Edo Aircraft Company, College Point, L. L, 
N. Y.; George W. Orr, president, Roosevelt Field, Inc., Mineola, 
Long Island, N. Y.; Harold F. Pitcairn, Autogiro Company of 
America, Inc., Philadelphia, Pa.; Richard W. Robbins, presi- 
dent, Transcontinental & Western Air, New York; Lester D. 
Seymour, president, American Airways, Chicago, Ill.; Fred L. 
Smith, director, Ohio State Bureau of Aeronautics, Columbus, 
Ohio; Juan T. Trippe, president of the Pan American Airways 
System, New York; Guy W. Vaughan, president, Wright Aero- 
nautical Corp., Paterson, N. J.; George S. Wheat, vice presi- 
dent, United Aircraft & Transport, Inc., New York, and Henry 
E. Young, Western Electric Company, New York. 

Members of the executive committee of the chamber, chosen 
by the board of governors, include Messrs. Morgan, Breech, 
Brukner, Douglas, Lawrance, Rogers, Seymour and Wheat. 


COMMISSION DIVISIONS 


A reorganization of the divisions of the Commission on 
account of vacancies caused by the expiration of Commissioner 
Brainerd’s term of office has placed Commissioner Porter on 
division 4, the other members of that division being Commis- 
sioners Meyer and Mahaffie. In the consideration of matters 
arising out of PWA loans Commissioner McManamy will act 
as a member of division 4. Commissioner Porter becomes chair- 
man of division 5 and of the committee on cooperation with 
state commissions. 

Dr. Splawn will probably take a place Commissioner Porter 
had on division 2, and as the rotating members on division 5, 
Porter having held that place. Another probability is that the 
new member will take the Brainerd vacancy on the annual 
report committee and become a member of the committee on 
cooperation with state commissions. That committee will then 
consist of Commissioners Porter, Miller and Splawn. 

Selection of Commissioner Porter for a place on division 4 
may be deemed of significance among those interested in rail- 
road financing on account of the position he has taken a num- 
ber of times to the effect that there is too large a percentage 
of bonds in the capitalization of railroads and that provision 
should be made for reducing the bonded indebtedness. In a 
way of speaking it might be said that the Roosevelt idea that 
the debts of railroads should be paid off obtains representa- 
tion on the division that handles financial matters through the 
selection of Commissioner Porter for membership in that di- 
vision. 


SPLAWN NOW COMMISSIONER 


The Senate has confirmed the nomination of W. M. W. 
Splawn to be a member of the Commission. He, February 1, 
took the oath of office as commissioner at 4:30 P. M., in the 
rooms of the House committee on interstate and foreign com- 
merce at the Capitol. Secretary McGinty, of the Commission, 
administered the oath in the presence of Chairman Rayburn 
and other members of the committee, which the new commis- 
sioner had served as counsel. 


POST OFFICE AND RAILROADS 


Representative Johnson, of Minnesota, has introduced H. R. 
7392, a bill to authorize the Post Office Department to hold rail- 
road companies responsible in damages for the loss, rifling, 
damage, wrong delivery, depredation on, or other mistreat- 
ment of mail matter due to fault or negligence of the railroad 
company or an agent or employe thereof. 


The Traffic World 








Vol. LIII, No, 5 





Doings of the Traffic Clubs 





Martha C. Moore, president of the Women’s Traffic Clyb 
of Metropolitan St. Louis, which was organized at an informa] 
meeting at the Jefferson Hotel January 
2, is editor of the Frisco Employes’ 
Magazine. She was born in Springfield, 
Missouri, July, 1900, and educated jn 
the grade and high schools there. She 
entered the employ of the Frisco Raj. 
way as stenographer in 1917. Aftey 
several years in that position she took 
leave of absence to enter a dramatic 
school in New York. She has always 
been interested in dramatic work, has 
taught classes in expression, and played 
at one time with a stock company. She 
returned to St. Louis as associate eii- 
tor of the Frisco Magazine, January 1, 
1925. Her greatest thrill, she says, was 
when she sold her first short story and 
her ambition is to be a short story 
writer. Her hobby is horseback riding 
and she has ridden horses at horse 
shows. She is a member of the 
Women’s Advertising Club of St. Louis and editor of its paper, 
“Adventure.” She is also a member of the 6 O’clock Club of 
St. Louis, a club of letter writers. A meeting of the club was 
held January 18, at the Town Club, with dinner at 6:15 P. M, 
followed by entertainment and a business meeting. There were 
52 actual members, with prospects for more. 





The twenty-seventh annual dinner of the Traffic Club of 
Chicago, to be held in the grand ball room of the Palmer House 
the evening of March 1, will be a “tribute to the business leader- 
ship of Chicago.” The speaker chosen in direct line with this 
idea is John McKinlay, president of Marshall Field and Company 
and the Union League Club. The inspirational and oratorical 
part of the program will be furnished by the other speaker, 
The Rt. Rev. George Craig Stewart, Bishop of Chicago. At the 
speakers’ table will be Chicago’s business and railroad leaders. 





At the annual meeting of the Junior Traffic Club of Chicago 
February 1 Edward H. Randall, of the Santa Fe, was elected 
president. The other new officers are as follows: Vice-Presi- 
dent, James E, Paulan; secretary, John Middleton; treasurer, 
H, J. Phillips. 





James E. Sweeney, Jr., of the Union Carbide Company, will 
be the speaker at the next meeting of the Metropolitan Traffic 
Association of New York February 8. Mr. Sweeney, who is 
president of the association, will take for his subject: “Class 
and Commodity Rates.” This is one of a series of lectures on 
advanced phases of traffic which are being presented by the 
association this year. 





The weekly luncheon of the Transportation Club of St. Paul 
January 30 was canceled in view of the luncheon held in con- 
nection with the meeting of the Northwest Shippers’ Advisory 
Board in Minneapolis on that day. 





S. A. Campbell, author and lecturer, Chicago, addressed the 
weekly luncheon of the Traffic Club of St. Louis at the Hotel 
Jefferson January 29 on “My North Woods Sanctuary.” The 
address was illustrated. 

The Traftic Club of Philadelphia will hold its annual meet- 
ing at the Bellevue-Stratford February 13. Officers will be 
elected. J. W. Babneu is the candidate for president. 





Members of the Traffic Club of Dallas were invited to attend 
a dance at the T. and P. (Texas and Pacific) Club on While 
Rock Lake the evening of January 30. The occasion was a cele 
bration of President Roosevelt’s birthday, proceeds of the affair 
to be donated to endowment of the Warm Springs Foundation 
for the cure of infantile paralysis. 





The Traffic Club of Newark held its twenty-fourth annual 
dinner at the Newark Athletic Club February 1. There was 
an unusual program of entertainment. There will be a forma: 
debate at the monthly meeting at the Chamber of Commerce 
Building February 5. It will be presented under the leadership 
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‘Attacking the Terminal Problem” 
‘¢New Facilities and Methods Essential” 


“High speeds of road freight trains largely offset by 


switching and delivery delays.” 
(Quotation from Railway Age of October 28, 1933.) 




















Western Maryland Railway’s new Port Covington Terminal is designed 
to avoid switching or other delays—the equipment of these piers is the 
last word in the handling of rail and water freight. One of the most 
prominent transportation executives in the United States, after a recent 


inspection, stated, “| HAVE NEVER SEEN ANYTHING BETTER.” 


Adequate docking facilities for twenty-three ocean-going vessels. 
Direct handling of freight from rail to ship and ship to rail. 

Loaded trailers are hauled by electric tractors from alongside ship 
to freight car, or storage in any part of the Terminal. 

Portable electric cranes provided for handling heavy machinery, 
boilers and other bulky shipments. 

Large warehouses are available, as well as ample space for ground 
storage of bulk freight. 

All pier tracks can be switched independently of each other. This 
results in speeding up freight handling. 

Modern construction and fire protection devices permit lowest 
possible insurance rate. 
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of Eric E. Ebert, and the subject will be: “Resolved, that it is 
in the public interest that common carriers—water, rail and 
highway—be ‘neither government owned nor operated.” There 
will be entertainment and a collation will be served. A “forum” 
meeting on classification rules will be held at the Newark Ath- 
letic Club February 12. 

At a meeting of the Rail and Water Club of Los Angeles Jan- 
uary 22 G. Reidlin, of the Bank of America, spoke on the finan- 
cial aspect of the federal recovery program. The annual inaug- 
ural banquet was held January 29, with Captain James F. Bay- 
liss, a retired officer in the Marine Corps, as the speaker. 





The monthly meeting of the Transportation Club of Decatur 
will be held at the St. Nicholas Hotel February 14. J. G. 
Sheaffer, superintendent, Pennsylvania, Terre Haute, Ind., will 
be the speaker. 





The Columbus Transportation Club will hold its monthly din- 
ner meeting at the Neil House February 15. The program will be 
of an entertainment nature. An educational meeting is sched- 
uled for March 15 and the annual dinner has been set for 
April 12. 





The “romance of news gathering’ was described by T. E. 
Dabney, New Orleans Morning Tribune, in an address at a 
luncheon of the Traffic Club of New Orleans at the Hotel Roose- 
velt January 29. 





New officers of the Oklahoma City Traffic Club are as fol- 
lows: President, J. V. Russell, traffic manager, Carroll-Brough- 
Robinson Company; vice-presidents, F, L. Stauffer, traffic man- 
ager, Acme Flour Mills Company; A. R. Brown, commercial 
agent, Chicago, Burlington and Quincy; S. E. Golderman, gen- 
eral agent, Ft. Smith and Western; director, J. K. Moore, com- 
merce counsel; secretary-treasurer, A. W. Jenkins, traffic man- 
ager, Black, Sivalls and Bryson, Inc. 





The annual luncheon of the Traffic Club of Detroit will be 
held in the Book-Cadillac Hotel February 6. The speaker will 
be William B. Stout, president of Stout Engineering Laboratories 
of Detroit, builders of the “Rail Plane.” Mr. Stout’s subject 
will be “Automotive Possibilities in Railroading.’ The club 
has recently occupied new quarters in the Book-Cadillac. The 
rooms have been remodeled to make them suitable as club 
headquarters. 





Unusual entertainment is promised for the first of the 
monthly dinner meetings of the Motor City Traffic Club of 
Detroit to be held under its new officers. The meeting will 
be at the Fort Shelby Hotel February 19 and five boxing bouts 
will be staged by a well known Detroit boxing promoter. The 
contestants will be chosen from participants in the “Golden 
Gloves Tournament” now being held. Music will be furnished 
by the Grand Trunk band. A large attendance is anticipated. 





At a meeting of the directors of the Transportation Club 
of Buffalo at the Buffalo Hotel January 29 H. J. Rowland, coal 
freight representative of the Pennsylvania, was chosen as a 
director to fill the unexpired term of M. B. Mason, who died, 
according to an announcement by William J. Sheridan, presi- 
dent of the club. W. J. O’Brien, agent, New York Central, 
was chosen a director to complete the term of J. B. Stever, 
resigned. It is stated that Mr. Stever will continue to be an 
active member of the club. Charles E. Ennis, traffic repre- 
sentative, Bethlehem Steel Company, was chosen secretary- 
treasurer, which position was formerly held by Mr. Mason. 
Arrangements have been completed for a “Valentine Dinner 
Dance” at the Trap and Field Club February 13. 





The Traffic Club of Denver will hold its annual meeting 
and election at the Daniels and Fisher Tea Room February 9. 
Committee reports will be received and other business trans- 
acted. 





In line with recent action of the association recommend- 
ing that meetings be of an educational rather than social 
nature, the Capital District Traffic Association, Albany, N. Y., 
will have as its speaker at a meeting February 20, Joe Marshall, 
special representative of the freight claim division, American 
Railway Association, Chicago. The public is invited. 


LIMITATION ON LENGTH OF TRAINS 


Representatives Griswold and Withrow have introduced bills 
in the House of Representatives (H. R. 7399) and (H. R. 7401) 
to limit the car length of trains operated by railroads in in- 
terstate commerce. 
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NORTHWEST ADVISORY BOARD 


A. A. D. Rahn of Minneapolis, vice president, Shevlin, Cay. 
penter and Clarke Company, was elected general chairman of 
the Northwest Shippers’ Advisory Board at its eleventh annua] 
meeting, January 30, in Minneapolis. Mr. Rahn, who has bee 
alternate general chairman of the board the last year, succeeds 
C. W. McDonnell, of Bismarck, N. D., member of the North 
Dakota Railroad Commission. 

Peter A. Lee, Grand Forks, N. D., secretary of the Farmers’ 
Grain Dealers’ Association of North Dakota, was named alter. 
nate general chairman. He has been the board’s vice chairmay 
for North Dakota and is succeeded in that office by C. H. Con. 
away, Starkweather, N. D., president of the grain dealers, 

Carl A. Rahn, Billings, Mont., son of A. A. D. Rahn and 
manager of the Midland Implement Company, was elected Mop. 
tana vice chairman to succeed L. F. Nichols, Great Falls. Wes. 
ley E. Keller, Minneapolis, secretary of the Northwestern Retail 
Coal Dealers’ Association, was reelected as Minnesota vice 
chairman and C. Larsen, South Dakota State College, Brook. 
ings, as South Dakota vice chairman. 

Martin F. Smith, Minneapolis, was reelected general secre. 
tary of the board and James C. O’Connell, Minneapolis, as 
corresponding secretary. Edward J. Fisher, Minneapolis, was 
named assistant general secretary to succeed Herman Mueller, 
St. Paul. Nine new members were elected to the executive com. 
mittee. They are: C. W. McDonnell, Bismarck; A. E. Dypwick, 
William R. Anderson, J. George Mann, and Ray B. Bowden, Min. 
neapolis; C. G. Anderson, Aberdeen, S. D.; T. E. Goulding, Ei. 
more, N. D., and John F. Reed, Gary, S. D. Memberships of 
standing committees were continued with few changes. All 
elections were unanimous, in accordance with a slate prepared 
by a special nominating committee. 

The meeting is said to have been one of the most suc. 
cessful in the board’s history, with some 300 freight shippers, 
traffic men, and railway and public officials participating. Dis- 
cussions centered on plans for helping the railroads handle 
the increased volume of traffic in prospect for the months ahead 
as result of improved conditions in agriculture and business in 
the northwest. 

The principal speaker was J. M. Fitzgerald, vice chairman, 
Committee on Public Relations, Eastern Railroads, and execv- 
tive vice president of the Associated Traffic Clubs of America. 
Introduced by Mr. Rahn, he spoke on “Coordination of Trans- 
portation Service.” Another speaker was F. P. Heffelfinger, of 
Minneapolis, vice president of the Chamber of Commerce of the 
United States, who told how the national chamber is organized 
and what it is doing to stimulate and stabilize business. 

The only answer to the country’s transportation problem, 
said Mr. Fitzgerald, was a coordinated system, on a basis that 
would require each transport agency to perform the service for 
which it was best fitted and to “pay its own way.” At present, 
he said, the railway was the only agency that paid its way, 
while the motor carrier did so only in part and the river barge 
even less. While railroads were regulated rigidly by the gov- 
ernment, their competitors were virtually “free agents,’ Mr. 
Fitzgerald told the board; also, while the railroad plant might 
be overdeveloped on the basis of 1931-32 traffic, it probably 
would be none too large when business and freight shipments 
returned to normal volume, he said. 


SIX-HOUR DAY BILL 


Senator Black, of Alabama, has introduced S. 2519, a bill 
to establish a six-hour day for employes of carriers engaged in 
interstate and foreign commerce. The bill would amend the 
Adamson eight-hour act of September 5, 1916. Under it, be 
ginning July 1, 1934, six hours would be deemed a day’s work 
and the measure or standard of a day’s work for the purpose 
of reckoning the compensation for services of all employes, 
except where a lesser number of. hours constitute a day under 
existing agreements. Employes of common carriers by railroad, 
railroad floating equipment, express, freight forwarding and 
sleeping-car companies are included. 

The bill provides for appointment by the President of 4 
commission of three to observe the operation and effect of 
the institution of the six-hour day in a period of not less than 
nine months nor more than twelve months, in the discretion 
of the commission, and to report its findings to the President. 
Pending the report of the commission and for a period of thirty 
days thereafter the compensation of employes for a six-hour day 
shall not be reduced below the present standard day’s wage, 
the bill provides, with overtime payments adjusted so as to 
maintain the same relation to the six-hour day or to the measure 
of a day’s work as has obtained to the eight-hour day. al 

Representative Crosser, of Ohio, has introduced H. R. 7430, 
a bill the same as that (S. 2519) introduced in the Senate by 
Senator Black. These bills are sponsored by the railroad broth- 
erhoods and unions. 
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Personal Notes 


R. H. Tuttle hag been retired, at his own request, as super- 
intendent of the Los Angeles division, Santa Fe, after forty- 
four years of service with that line. He is succeeded by C. G. 
Fluhr. G. W. Simpson has been appointed superintendent of 
the Valley division, succeeding Mr. Fluhr. H. H. Tisdale has 
been appointed superintendent of the Arizona division, succeed- 
ing Mr. Simpson. 

L. G. Meder has been appointed general agent, passenger 
department, Union Pacific, at Omaha, succeeding J. O. Goodsell, 
who died. 

G. A. Phillips has been appointed chief engineer, D. L. & W., 
at New York. He succeeds George J. Ray, who was appointed 
vice-president and general manager January 1. 

Albion Headburg died of heart disease in Chicago January 
31. He retired as an employe of the Western Classification Com- 
mittee in 1932. He was a rate expert for the Illinois Commerce 
Commission for eight years before that, and prior to going to work 
for the Commerce Commission had been a freight claim agent 
for the C. & E. I. for twenty-five years. 

At the annual meeting of the American Bureau of Shipping 
in New York January 30 the following were reelected: Presi- 
dent, J. Lewis Luckenbach; vice-president, Gilbert P. Taylor; 
secretary, John W. Cantillion. Frank G. Macomber, Walter W. 
Parsons, and H. H. Raymond were made honorary vice-presi- 
dents. Mr. Luckenbach reviewed the bureau’s work in the last 
year and summarized the outlook for the coming year in a state- 
ment presented at the meeting. 

Arthur J. Neault has been appointed assistant general pur- 
chasing agent, Chicago and North Western, succeeding John 
Ball, who died. 

William Atwill has been elected vice-president and general 
manager, Illinois Central. He has been general manager since 
March, 1929. At his own request G. E. Patterson has been 
relieved of the duties of vice-president in charge of operations 
and will handle assigned duties with the title of manager of 
personnel. 

E. E. Nicklis, general superintendent, Niagara Gorge Rail- 
road, Niaraga Falls, N. Y., died December 22, after a service of 
thirty-six years with that line. Joseph W. Foote has been ap- 
pointed’ general superintendent, succeeding Mr. Nicklis. Mr. 
Foote will remain general superintendent of the Niagara Junc- 
tion Railway. 

The Spanish Trans-Atlantic Line announces that W. G. 
Roche, Inc., Detroit, has been appointed its representative in 
Michigan, 

L. S. Nichols has been appointed assistant general freight 
agent, M. & St. L., at Minneapolis, with supervision over rates 
and divisions. The position of chief of the tariff bureau has 
been abolished. 

N. C. Calvert has been appointed general agent, C. & E. I., at 
Dallas, succeeding Ashley Johnson, resigned to engage in other 
business. L. S. Staples has been appointed assistant general 
agent at Dallas. J. C. Welch has been appointed general agent 
at New Orleans, succeeding Mr. Calvert. 

The graduating class of the College of Advanced Traffic, 
Chicago, will hold a “mock” Commission hearing February 13. 
Visitors are welcome. 

G. F. Nicolin, traffic manager, International Milling Com- 
pany, Minneapolis, died January 29. 

Melchor B. Mason, for many years secretary-treasurer of 
the Transportation Club of Buffalo, died at his home in Buffalo 
January 21. He was seventy-nine years old. 

John M. Santeler, traveling freight agent, New Haven, died 
at his home in Chicago January 28. He was thirty-eight years 
old and had been formerly connected with the Gulf, Mobile and 
Northern and with the Michigan Central. 

C. S. Hamilton has been appointed traffic representative, 
Mississippi Central Railroad, at Louisville. J. Paschal Foster 
has been appointed traffic representative at Hattiesburg, Miss. 

H. L. Underwood, who had been a member of the Commis- 
sion’s staff for about five years, became assistant district at- 
torney of the United States for the District of Columbia Febru- 
ary 1. Mr. Underwood, at the time of his resignation, was an 
attorney on the legal staff of the Commission. 

Claude T. Hunt has been appointed general eastern pas- 
senger agent, Southern Railway, at New York. 


EMERGENCY BOARD APPOINTED 
President Roosevelt has created an emergency board under 
the railway labor act to investigate and report on a dispute 
between the Denver and Rio Grande Western Railroad and its 
employes. 
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Questions and Answers 


N this column will be answered questions of both legal and practicg) 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to an — question relating to the law of interstat, 
transportation of freight. traffic man of long experience and wide know}. 
edge will answer questions relating to practical traffic ag ag We do not 
desire to take the place of the traffic man but to hel in his work. 
The right is reserved to refuse to answer in this column any Question, 
legal or traffic, that it may onpers to us unwise to answer or that involves , 
situation too complex for the kind of a herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
Address Questions and Answers Degaremon, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—Classification Exceptions Versus Classifj. 
cation Proper 


Indiana.—Question: We refer again to the applicable rating 
on metallic sodium, in L. C. L. lots from New York to Indian. 
apolis, and your answer to “Indiana,” under the above caption, 
on page 1175 of the December 30, 1933, Traffic World. 

The case cited by you, Moore Dry Kiln Company vs. At- 
lantic Coast Line, 161 I. C. C. 71, does not, in our opinion, 
coincide with the point in question, due to the fact that in the 
Moore Dry Kiln case they were dealing with the sixth class 
rate versus a commodity rate named in connection with the 
exceptions to the Southern Classification, on “special iron.” 

Metallic sodium, as stated before, is rated first class in the 
classification proper. The rating in Agent Curlett’s exceptions, 
I, C. C. A-390, on chemicals is Class 72. 

On page 264 of your August 6, 1932, issue, in your answer 
to “Ohio,” you stated among other things: 


The distinction lies in the stating of the basis. If either the rate 
tariff or the ‘‘exceptions’’ designates the column as ‘“‘class’’ columns, 
then, of course, we would say that the exceptions tariffs is in a true 
sense a classification exception and merely assigns that commodity to 
a particular class, in so far as the particular rate tariff is concerned. 


You further expressed the opinion that, if the line haul rate 
tariff definitely provided that columns or’ percentages were 
“class” columns, in your opinion the ratings were to be con- 
sidered as class ratings. 

Going back then to the International Cement Company case, 
165 I. C. C. 123, you stated in the answer to “Pennsylvania,” 
on page 748 of the October 3, 1931, Traffic World, that “If your 
crusher parts are in fact rough castings and you have a com- 
modity rate available on rough castings you would be correct 
in describing them as rough castings. When you have only 
class rates in effect you must ship them as crusher parts and 
pay the specific class rates applicable thereto. This because of 
the rule that a specific tariff description removes a generic one.” 

Will you kindly review the cases handled by you in previous 
issues referred to and again let us have your opinion. 

Answer: The distinction between the situation involved in 
our answer to “Pennsylvania” on page 748 of the Traffic World 
of October 3, 1931, and that involved in our answer to “Indiana” 
on page 1175 of the December 30, 1933, Traffic World, is that 
in the former we were dealing with a matter involving a specific 
description and rating and a general description and rating both 
of which were published in the classification proper, at least, we 
assumed that they were so published, while in the situation 
involved in the question of Indiana we were dealing with a 
specific description and rating in the classification proper, and 
a general description and rating in the Classification Exception 
tariff. In our answer to Pennsylvania we said our view was that 
the specific rating in the classification proper would take prece- 
dence over the general rating in the classification. In our answer 
to Indiana we stated that under the decisions of the Commission 
which we cited, the class rating provided in the Exceptions tariff 
takes precedence over that in the Classification, even though the 
description in the Exceptions is more general than that in the 
Classification. It is our view that the questions of Pennsylvania 
and Indiana relate to entirely different situations. 

The problem presented by Ohio, in the Traffic World, of 
August 6, 1932, page 264, involved a situation of class versus 
commodity rate and when a commodity rate may or may not be 
said to be published outright in the Exceptions Tariff. 

Tariff Interpretation—Use of Aggregate-of-Intermediates Rule for 
Equalizing Rates Via Different Routes 
illinois.—Question: In the December 23, 1933, issue of the 
Traffic World an opinion is given on pages 1135 and 1136 under 
the above caption. 

The aggregate of intermediates rule as published in Central 

Freight Association Tariff No. 492-A is authorized by special per- 
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AN your cartons stand the rough handling that the 
expressman and the postman give them? It’s a sure 
thing that they can if they’re sealed with Green Core Tape. 


All tapes look about alike. Their qualities of economy are 
brought out by actual use. Because Green Core Tape has 
proven itself the most economical all-around tape, it has 


become universally known to shippers everywhere. 


We would like to acquaint you with Green Core Tape, and ask that 


you will mail the coupon for a 












free trial roll, which will quickly 
be sent you without the slightest 


obligation on your part. 


MID-STATES 


GUMMED PAPER CO. 
2433 S. DAMEN AVENUE 
CHICAGO, ILLINOIS 


MID-STATES GUMMED PAPER CO. TW-2-34 


2433 S. Damen Ave., Chicago. 


[] Send us a FREE Sample Roll of Green Core Tape. We want 
to give it a trial in our shipping room. 
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mission of the Interstate Commerce Commission No. 10975) 
of November 13, 1931, such permission having been issued fo; 
the sole purpose of enabling lawful publication of this rule. 

As a matter of fact, however, the rule in the Agency Tarif 
does not have the effect of providing for application of rates jp 
other tariffs to and from points not included in such tariffs, py 
rather sets up an aggregate rate and provides for the applica. 
tion thereof via all routes over which the rates named in the 
agency tariff are applicable, when same produces a lower charge 
than the through rate named in the agency tariff. 

It will be appreciated if you will correct the erroneous tariff 
interpretation carried in the December 23rd issue. 

Answer: We think the aggregate-of-intermediates rule, as 
published in Central Freight Association Tariff I. C. C. 2553 
transcends the specific terms of Section 6 of the Interstate 
Commerce Act. This statute provides: 


Every common carrier subject to the provisions of this act shal 
file with the Commission . . . schedules showing the rates . . . for 
transportation between different points on its own route and between 
points in its own route and points on the route of any other carrier 
by railroad . . when a through route and joint rate have beep 
established. If no joint rate over the through route has been estab- 
lished, the several carriers in such through route shall file .. . as 
aforesaid . . . the separately established rates . . . applied to the 
through transportation. 


Our view is that under this statute rates must be local or 
they must be joint, and that each carrier is obliged to publish its 
local rates in its own schedules, and that joint rates must be 
published in joint tariffs and not in strictly local tariffs; that 
when such local schedules are filed with the Commission they 
have no application whatever other than that clearly embraced 
within their scope; and that no rule published in an agency 
tariff can change the character or scope of those local schedules 
or those local rates into something not contemplated in such 
local schedules or clearly repugnant thereto. The rules, regula- 
tions, minimum weights, and other conditions published in the 
local tariffs, and their restriction to the line of the publishing 
carrier, are all conditions entering into and part of such local 
rates. In other words, we think Section 6 does not contemplate 
that joint tariffs agent can, by rule in his publication, convert 
the loca tariff or the local rate of the New York Central, for 
example, into a factor for basing a rate to apply on traffic in 
which the New York Central does not participate. 

The rule in the agency tariff states that if there is a lower 
ageregate-of-intermediates the through rates in that tariff will 
have no application. If is then necessary to resort to local 
tariffs for the factors to base the combination, as the local] fac- 
tors are not published elsewhere. These local factors are 
found in the local tariffs, tied up to the line publishing them, 
and tied up to the scope of their tariffs, and the shipping condi- 
tions attendant upon them. The local tariffs contain no provi- 
sions permitting their use as factors for rates to be used on 
foreign lines. A special permission by the Commission’s Sixth 
Section Board cannot change the terms of the local tariffs, 
unless such local tariffs are amended accordingly. A special 
permission ordinarily reflects the views of the Board as to 
whether the thing granted may be lawfully done. It does not 
ordinarily reflect the formal view of the Commission. We do 
not think it possible to incorporate by reference the local rate 
of an individual line without incorporating the restrictions 
upon that rate. If these be inconsistent with such incorpora- 
tion, the cross-reference, in our opinion, is of no effect. 

As we see it, rates are either local or joint—to make them 
joint they must be published in joint tariffs. There is no middle 
ground. 


Tariff Interpretation—Application of Rating in Classification on 
Locomotives and Tenders on Own Wheels But Not Under 
Own Power to Shipments Moving Over Two or More Lines 
Under Common Ownership and Control 


Georgia.—Question: A locomotive on its own wheels but 
not under its own power moved from origin (A) on the North 
Railroad to destination (B) on the South Railway. The distance 
traveled on the North Railroad is 35 miles and the distance 
traveled on the South Railway is 25 miles. The North Railroad 
is under the same control and management as the South Railway. 

Under Consolidated Freight Classification No. 6, should the 
minimum charge be based on 75 miles for the North Railroad 
and 75 miles for the South Railway, or should the minimum 
charge be based on 75 miles for the entire haul; considering 
the North Railroad and the South Railway as one line since 
they are under the same control and management? 

Answer: In numerous cases in which the Commission has 
fixed distance rates it has required the application of the single 
line scale to two or more carriers under a common ownership 
and control. See Longhart Supply Co. vs. C. R. I. & P. Ry. C0. 
153 I. C. C. 118; Flynn-Welch & Yates vs. A. T. & S. F. Ry. Co. 
151 I. C. C. 698. 
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Gateway! 


Route Bills of Lading @ 
Via P. & P. U. 
and PEORIA, Illinois 


Customers need and demand quick delivery 
nowadays. One transfer where fourteen of the 
principal trunk lines meet—at Peoria—and 
where the P. and P. U. Ry. is ready to make 
the interchange in the shortest possible time, 
will save important time—important to you as 
shipper and to your customer. 
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Switching service between: 





Peoria & Pekin Union Ry. Co. Ilinois Central R. R. 
Allton R. R. Iinois Terminal R. R. System 
Atchison, Topeke & Sante Fe Ry. Inland Waterways Corporation 
Chicago & North Western Ry. Minneapolis & Louis R. R. 





Chicago, Burlington & Quincy R.R. New York, Chicago & St. Louis 

Chicago & Illinois Midland Ry. R. R. 

Chicago, Rock Island & Pacific Ry. Pennsylvania Railroad 

Cleve., Cin., Chi. & St. Louis Ry. Peoria Terminal Railroad 
(Peoria & Eastern) Toledo, Peoria & Western R. R. 





oR > a @ . 






Address Inquiries to: 


E. F. STOCK, Traffic Manager 
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SHIPPERS OF 
THE SOUTHWEST 





The following charges apply on 
carloads of cotton handled over 
the public wharves at Houston: 






75,000 Ibs., One Mark, 514c per bale 
75,000 Ibs., Two Marks, 104c per bale 





The Houston public docks offer 
to shippers of the Southwest an 
open gateway on a basis of equal 
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We have, however, been unable to locate a case in which 


the Commission, in the absence of a tariff provision so provid. 


ing, held that as a matter of tariff interpretation single line 
distance rates should be applied to two or more lines under a 
common control and ownership, In the absence of a provision 
to this effect in the Consolidated Classification, we are of the 
opinion that the ratings in the classification on locomotives 
and tenders are not to be so applied. 


RAIL INCOME STATISTICS 


Class I steam railroads, in November, 1933, had a deficit 
in net income of $5,275,886 in comparison with a deficit of 
$9,913,630 in net income in the corresponding month of 1932 
according to a compilation of selected income and balance 
sheet items from 145 reports representing 150 steam railways 
made by the Commission’s Bureau of Statistics. 

In the eleven months ended with November, 1933, the 
deficit in net income amounted ‘to $29,449,730 in comparison with 
a deficit in net income of $154,308,127 in the corresponding 
months of 1932. 

Total current assets in November, 1933, totaled $1,063,075,8§8 
as compared with $1,062,409,034 in November, 1932. Total cur. 
rent liabilities at the end of November, 1933, totaled $1,190. 
682,005 as compared with $1,035,721,088 in November, 1932. 


LOCOMOTIVE FUEL COSTS 


In November, 1933, the cost of locomotive fuel, coal and 
oil, incurred by Class I steam railways was $14,421,900 as com. 
pared with $13,119,669 in November, 1932, according to a con- 
pilation made by the Commission’s Bureau of Statistics from 141 
reports representing 152 railways, exclusive of switching and 
terminal companies. In the eleven months ended with Noven- 
ber, 1933, the cost of locomotive fuel was $138,465,276 as com- 
pared with $148,871,388 in the corresponding period of 1932. 


TELEPHONE COMPANY EARNINGS 

Net operating income of one hundred and three telephone 
companies, each with annual operating revenues in excess of 
$250,000, reporting to the Commission, aggregated $168,228,063 
in the eleven months ended with November as against $176, 
397,999 in the 1932 period. For November alone the total was 
$15,016,712 as against $14,430,971 in November, 1932. At the 
end of November the number of company stations in service 
was 14,448,272 as against 15,281,555 at the end of November, 
1932. 





N. A. R. U. C. PROCEEDINGS 


Proceedings of the annual meeting of the National Asso- 
ciation of Railroad and Utilities Commissioners, at Cincinnati, 
October 10 to 13, inclusive, have been published in book form 
by the State Law Reporting Company, New York, official steno- 
graphic reporters and publishers for the Association. The book 
includes all committee reports, as well as discussion and other 
matter going into the proceedings. Among the topics prom- 
inently discussed by the members of the state commissions and 
of the Interstate Commerce Commissioner are the following: 
Establishing Rates by Negotiation Instead of by Formal Pro- 
ceedings, Control of Interstate Motor Vehicle Operation, Tele- 
phone Depreciation, Holding Companies, and Valuation. 

The same company has also published in book form “Depre- 
ciation—A Review of Legal and Accounting Problems,” an elab- 
orate study made by the Wisconsin commission, submitted to 
the national association at the Cincinnati meeting. It consists 
of 196 pages and represents an effort to set out an “ultimate” 
depreciation policy toward which all commissions should strive. 


PERSONAL INJURY BILL 


Senator Ashurst, of Arizona, has introduced S. 2510, a bill 
to amend section 51 of chapter 2, title 45, of the code of laws 
of the United States, relating to liability of common carriers 
by railroad for personal injuries. 


HOURS OF SERVICE BILL 


A pill (S. 2518) limiting the hours of service of employes 
of common cairiers has been introduced by Senator Black, of 
Alabama. 


RAIL SAFETY BILL 


Representative Griswold, of Indiana, has introduced H. RB. 
7489, a bill to promote the safety of employes and travelers 
on the railroads as to number of men required to operate trails. 
Se 

HELP WANTED—Transportation executive requires a male secre- 
tary. Young, with keen imagination and definite sense of responsibility. 
Willing to work long hours. Stenographic experience essential. Ap- 
plicants with water and rail background and knowledge of rate con- 


struction and tariffs preferred. Headquarters, New York. Address, 
B-31, care Traffic World, Chicago, IIl. 
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ATTENTION 
TRAFFIC MANAGER 


These seven specific services are tailored to 
fit your individual requirements. Check the list 
carefully to see how many of them you can use 
to supplement the present facilities of your 
traffic department. 


1. Watching Service (A Specific, Personal 


Service) 


Send us a list of your inbound and outbound com- 
modities, plant locations, and general territories to 
which your products move. All rate changes in tariffs, 
classifications, and supplements thereto; all complaints, 
petitions, and applications filed with the ‘Interstate Com- 
merce Commission and Shipping Board (Intercoastal), 
and all orders and decisions thereof, as they affect your 
traffic, will be reported at once. Supporting documents 
will be forwarded without cost, except where a cash 
outlay is necessary. Wire advice of efforts to change 
rates on short notice, and suspensions of new rates will 
be given if desired. 

A single report may mean a great saving. 


2. Rate Analysis and Exhibits 


If you believe your rates are out of line we will 
analyze them, making suitable rate comparisons and 
digests of pertinent cases, in clear and specific terms. 
Exhibits will be prepared and manifolded if desired. 


3. Rate History 


Get down to bed rock to build. Using the Commis- 
sion’s complete tariff files, we will furnish, with effec- 
tive dates and tariff authorities as far back as desired, 
chronological statements of classification ratings, or 
tariff rates or rules. We will also determine whether 
particular rates have been before the Commission in 
any proceeding, furnishing digests of Commission’s 
findings. 


4, Rate Quotations and Tariff Interpretations 


Rates will be quoted on any commodity between any 
points via any routes on interstate traffic, or on inter- 
coastal traffic via the Panama Canal. This service is 
especially important where complex situations are in- 
volved or the status of particular rates uncertain, or 
where resort to interpretation in the light of court or 
commission decisions may be necessary. 


5. Statistical Service 

We will locate any available government statistics 
and compile or assemble in form desired. 
6. Document Service 


Available government documents (including bills in 
Congress) will be promptly forwarded or reproductions 
will be made when necessary. 


7. General Research 


We solicit this work in connection with any business 
subject. 


Additional information about these services and their 


cost are yours without obligation if you will write, out- 
lining your requirements, to the 


SPECIAL SERVICE DEPARTMENT 


of the 
Traffic Service Corporation 


Mills Building Washington, D. C. 
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FREIGHT RATES FOR SHIPPERS 
HARTMAN’S 


Class rates to Official 


Eastern Freight Rates—oapsratss to Diicial 


Western Freight Rates — Corcring class and 


Prompt Service and 


We Also Bind All 
The Book Sho 


350-354 West Erfe Street 





Hartman’s Chicago Guide — 


Publications sent on approval 


Freight, Parcel 


Post and Express 
732 Federal Street, Chicago 
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MOOREMACK GULF LINES 


WEEKLY SAILINGS 
From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE 


and vice versa, 


From BALTIMORE to NEW ORLEANS and MOBILE direct of transhipment 


at PHILADELPHIA and vice verse. 
Between NEW ORLEANS and TAMPA 
MOORE and McCORMACK, inc., Agents 


For retes and other information, apply to the nearest of these offices: 
NEW ORLEANS, Canal Bank Bidg. 


NEW YORK, 5 Broadway 


PHILADELPHIA, Bourse Bidg. DETROIT, Industrial Bank Bidg. 

BALTIMORE, Seaboard Bidg. CHICAGO, 503 Marquette Bidg. 

TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 

MOBILE, Meaher Bldg. PITTSBURGH, Oliver Bidg. 

BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. 
Docks, Charlestown ST. LOUIS, Rallway Exchange Bidg. 





ALBANY—D & H Building 


Southern Steamship Company 


Low Rates 


QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, Philadelphia, Norfolk, Baltimore 
and 


Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 
pk 8 rad So. La Salle St. 


PHIL ADELPHIA—The Bourse URGH—Gulf Building 

NORFOLK—111 E, Plume Street OlT—General oy Bidg. 

a eae Pee Building DAYTON, OHIO—18 Riverdale St. 
BOSTON—33 Broad Street EASTON, PA ae Bullding 






(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates iater than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


February 5—Lima, O.—Examiner Trezise: 
26244—Brown-Manley Plow Co. vs, B. & O. R. R. et al. 


February 5—Washington, D. C.—Examiner Kephart: 
Valuation No. 1189—In re tentative valuation of the property of the 
New York Dock Ry. (further hearing). 


February 6—Washington, D. C.—Examiners Hosmer and Dillon: 
24160—In the matter of divisions of joint intraterritorial rates in 
official and southern territories (adjourned hearing). 


February 6—Indianapolis, Ind.—Examiner Trezise: 
25748—Southwestern Construction Corp. vs. A. T. & S. F. Ry. et al. 


February 6—Nashville, Tenn.—Railroad and Public Utilities Commis- 
sion of Tennessee: 
Finance No. 10162—Application L. & N. R. R. for permission to 
abandon its line between Napier Jct. and Napier, Tenn. 


February 7—Argument at Washington, D. C.: 
17000, part 7—Grain and grain products within the western district 
and for export, and consolidated cases. 


February 7—St. Louis, Mo.—Examiner Trezise: 
26260—St. Joseph Lead Co. et al. vs. B. & O. R. R. et al. 


February 8—St. Louis, Mo.—Examiner Trezise: 
1. & S. 3931—Coal from Il, to St. Louis district. 


SSSSSSSHCSSSSCHSSSSSSSSSSSESCSSHSESSASSCESSHRSSSESSERSSESESE KERR ESaseeeeeeeeesaseseer, 


TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmissien Cases and 
Commerce 


Departmental Service 
Specialists 


815 Mills Bldg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Censolidatiens and Valuatiens 


Valuation 
6438 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 


MTITIIIIiiiiiiiiiitiiiiiiiiiiiiiiiiiiiiiiiiiiiiiii iiiiiiiiiiiiiiiiiiiiitii titty 


Suceceesas, 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


esssess 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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February 12—Kansas City, Mo.—Examiner Trezise: 
1. & S. 3936 and 1st supplemental order—Terminal services on A, y, 


I. Ry. and K. C. K. V. & W. R. R. 


February 12—Little Rock, Ark.—Arkansas Corporation Commission; 
Finance No. 10168—Application C. R. I. & P. Ry. and its trustees 
for a certificate of public convenience and necessity_permitting 
abandonment of operation of the line of the White & Black River 
Valley Ry. 
February 13—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15309—Barrel heads and sheet stee] 
to New Orleans, La.—Filed by J. E. Tilford, agent. 


February 13—Kansas City, Mo.—Examiner Trezise: 
26278—Illinois Coal Traffic Bureau vs. A. & E. R. R. et al. 
26240 and Sub 1—Midwest Coal Traffic Bureau vs. A. W. Ry. et al, 


NEW COMPLAINTS FILED 


No. 26348. Robert G. Lassiter & Co., Raleigh, N. C., vs. A. C. L. et al, 
Rate, crushed stone, Boxley, Va., to Bowers, Va., via an inter- 
state route, in violation section 1. Asks reparation. (Benj. J, 
Brooks, atty., Mills Bldg., Washington, D. C.) 
No. _— Crab Orchard Stone Co., Nashville, Tenn., vs. Tenn. Cent, 
et al. 

Rate, flagging stone, Dayton Spur, Tenn., to Rocky Mount, N, 
C., in violation sections 1 and 6. Asks reparation. (Mac Asbill, 
atty., 1025 Citizens & Southern National Bk. Bldg., Atlanta, Ga.) 

No. 26350. Athens Grain Co., Athens, Ala., vs. L. & N. 

Charges, grain and grain products, from points in Tenn. and 
Ky. to Athens, Ala., in violation section 6. Asks reparation. (John 
R. Meeks, atty., Sheffield, Ala.) 

No. or Williamson Candy Co., Chicago, Ill., vs. C. M. St. P. & P. 
et al. 

Charges, peanut butter, packed in glass, shipped in a pool car, 
from Chicago, Ill., to Salt Lake City, Utah., in violation section 1, 
Asks —— (O. L. Fourg, t. m., 4701 Armitage Ave., Chi- 
cago, A 

No. 26352. Presbrey- Leland Studios, Inc., formerly operating as Pres- 
brey-Leland Co., Inc., New York, N. Y. vs. N. Y. N. H. & H. et al. 
Rate, dressed and polished building granite, Quincy Adams, Mass., 
to Walhalla, N. Y., in violation sections 1 and 6. Asks reparation. 
(C. H. Presbrey, pres., 681 Fifth Ave., New York, N. Y.) 

No. 26352. Sub. No. 1. Joseph Polchinski Co., Inc., Hawthorne, West- 
chester county, New York, vs. N. Y. N. H. & H. et al. 

Rate, dressed building granite, Quincy Adams, Mass., to Haw- 
thorne, N. Y., in violation section 1. Asks reparation. (J. Pol- 
chinski, Pres., Hawthorne, N. Y.) 

No. 26353. Bowersock Mills & Power Co., Lawrence, Kans., vs. A. T. 
& S. F. et al. 

Rates, wheat, originating in Kans., milled at Lawrence, and 
shipped as flour to Paintsville and Pikeville, Ky., in violation sec- 
tion 1. Asks rates and reparation. (John A. Falk, Lester G. 
Sever, and P. E. Welsh, T. Megrs., 522 Railway Exchange Bidg., 
Kansas City, Mo.) 

No. we’ - W. Bird Tomato Corporation, Miami, Fla., vs. A. B. & 

- et al. 

Rate, tomatoes, Carnestown, Fla., to Denver and Pueblo, Colo., 
in violation sections 1 and 4, the latter being due to a lower com- 
bination based on New Orleans. Asks reparation. (O. T. Cardell, 
practitioner, Ocala, Fla.) 

No. 26355. Mitchell Fruit Co., Winnipeg, Can., vs. Can. Pac. et al. 

Rates, vegetables, Los Angeles, Calif., to Calgary, Can., in vio- 
lation sections 1 and 4, the allegation with regard to the fourth 
section being that the rate charged exceeded the aggregate of 
intermediates. Asks reparation. (F. H. Kroeger, practitioner, 405- 
406 Gorham Bldg., Minneapolis, Minn.) 

No. 26356. Jacksonville (Fla.) Chamber of Commerce, Jacksonville 
Traffic Bureau, Inc., vs. A. & W. P. et al. 

Alleges publication and maintenance of higher interstate rates 
or basis of rates between Jacksonville, Fla., and points within 
and throughout Ga. than are contemporaneously published and 
maintained, between Brunswick, Savannah and other distributing 
points in Ga., on the one hand, and origins and destinations within 
and throughout Ga., on the other hand, cause unreasonable ad- 
vantage and preference as between persons located at points 
within Ga., such as Brunswick and Savannah, in intrastate com- 
merce, on the one hand, and interstate commeree between Jack- 
sonville, Fla., and points within Ga., on the other hand, and undue 
prejudice against Jacksonville and unjust discrimination against 
interstate commerce in violation sections 3 and 13 (4). Ask rates 
and bases of rates between Jacksonville, Fla., and points in Ga. 
not in excess of those in Ga. (F. C. Hillyer, atty., Chamber of 
Commerce Bldg., Jacksonville, Fla.) 

No. 26357. Highland Iron & Steel Co., Terre Haute, Ind., vs. C. & E.1. 

Rates, iron and steel billets, Chicago, Ill., to Terre Haute, Ind. 
in violation sections 1 and 3, the undue preference alleged being 
in favor'of such points as E. St. Louis and Danville, Ill. Asks 
new rate not exceeding $2.52 a gross ton. (H. A. Hollopeter, 
atty., 629 Cherry St., Terre Haute, Ind.) 

No. 26358. The Lowe Brothers Co., Dayton, O., vs. B. & O. et al. 

Rates, dry lead, white lead in oil, and litharge, Pullman, II., 
to Dayton, O., in violation section 6. Asks reparation. (J. W. 
— and L. V. Brandt, attys., 1018 S. Wab. Ave., Chicago, 


No. 26359. Trinidad Brick & Tile Co. et al:, Trinidad, Colo., V5. 
A. 'T. & 8. F. Ry... 
Rates, brick, building and paving, Trinidad, Colo., to Clarks- 


dale, Ariz., in violation of section 1. Ask rates and reparation. 
(Philemon C, Steinel, t. m., Clarksdale, Ariz.) 
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